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Many railways are adopting pone ae 
Westinghouse High-Voltage, = 
Direct Current Railway tea it Reis 


Because It Is the Best 


Among the Ge are: 
Salt Lake and Utah Railroad 


-70-mile, 1500 volt line. Westinghouse car equipment and rotary | 
converter substations. : ; 


Ogden Rapid Transit €o. 


96-mile, 1500 volt line. Westinghouse car Saas and rotary con- 
verter substations. 


Waterloo, Cedar Falls & Northern Railway 


Five locomotive equipments and fourteen Westinghouse 600/1200 
volt car equipments. 


Orleans-Kenner Electric Railway 
600/1200 volt line. Westinghouse car equipments. 


; Westinghouse HL Control is especially suited for high-voltage 
duty. The Unit Switch Construction and powerful blow-out action 
secures the same satisfactory performance on the higher woltages as 

on the standard 600 volt lines. 


‘The Thee of Control that is destined 
to become the standard of the Country’ 
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New Repair Shops at Louisville 244 


These shops in their fireproof construction, sawtooth 
roofs for natural lighting, mercury vapor lamps for 
artificial illumination, thorough system for transport- 
ing and storing materials and other features are a 
worthy example of modern car maintenance standards. 
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The Kansas City Franchise. Boosters and Regulated 
Feeders in Electrolysis Mitigation. Contract for High- 
way Crossing Signals. Maintenance Costs of Car 
Equipment. 
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American Association News 259 


Preliminary announcement of the progress of the At- 
lantic City convention. Brief minutes of the meeting 
of the standards committee. Notes on committee activi- 
ties. Additional details of the award of the Brady medal. 
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A question has arisen as to the 
FLAG ON SLOW- scope of the editorial comment ap- 
SPEED LINES pearing in last week’s issue about 
the revival of the old operating rule that permitted 
train movement under the protection of a flag in ad- 
vance. Obviously our conclusions were intended to 
apply only to high-speed service. That city or semi- 
suburban service, where the train movements are slow, 
should be hampered by the limitations imposed in the 
interests of safety upon interurban lines is by no means 
a necessity, and in view of the fact that signals on slow- 
speed lines are installed more often for accelerating 
traffic than for any other reason the rules for operation 
under them should manifestly permit a considerable 
degree of flexibility. Certainly when speed is so low 
that stops can be made in a few score feet, and even 
when head-on collisions involve no more than crumpled 
vestibules, there is no reason for the rigid imposition of 
the precautions necessary for high-speed trains, and 
the use of somewhat primitive forms of signals which 
Jack the practically perfect reliability of the more 
elaborate types is entirely logical. Under such condi- 
tions it would be unreasonable to hold a train at a de- 
ranged signal in stop position until orders were ob- 
tained from the dispatcher, because, in the first place, 
it is seldom that the expense of installing a telephone at 
every signal is permissible for the traffic involved, and 
in the second place a signal failure is by no means likely 
to be such an infrequent occurrence as it is on a com- 
pletely equipped interurban line. 


PROTECTION BY 


Experience shows that in the 
LIMITS OF arbitration of labor disputes one 
ARBITRATION of the most important require- 
ments of a successful proceeding is a preliminary 
agreement sharply defining the jurisdiction of the 
tribunal sitting in the case and stating with the utmost 
clearness the points agreed upon in conference, if any 
such have been settled prior to the official hearings. 
Failure to enter into such an agreement opens the door 
to grave difficulties in the carrying out of the final 
decision, since the party which considers itself ag- 
grieved by the finding is naturally tempted to chal- 
lenge the authority of the board unless that authority 
is put down in black and white in clear-cut terms, 
understood and accepted by the disputants. Of course, 
no arbitration can be entered into without mutual 
agreement of some sort, but this agreement must be 
perfectly plain as to interpretation and comprehensive 
within its scope if it is to stand the test of controversy. 
Too much care cannot be taken to make sure that an 


DEFINING THE 


agreement to arbitrate a wage issue on an electric rail- 
way leaves nothing uncertain with respect to the time 
when the awarded schedule of pay shall take effect, as 
to the definition of platform time and method of com- 
pensation to be employed, and with regard to any other 
technical matters the interpretation of which might 
otherwise be unrestricted. The time and trouble re- 
quired to start right in such proceedings is well ex- 
pended, for in the interests of the permanent settle- 
ment of specific controversies it is important that no 
loopholes be left through which disputes may come into 
being. 


RATE DECISION 
A PARTIAL 
VICTORY 


The recent I. C. C. decision in the 
Eastern freight rate case, noted 
elsewhere in this issue, may be 
considered a partial victory for the railroads, in that 
they have been allowed a 5 per cent increase in many 
of the rates requested. On the other hand, the increase 
in rates is restricted to the Central Freight Association 
territory, and the longed-for $50,000,000 increase has 
dwindled down to between $9,000,000 and $15,000,000. 
It must be admitted that the commission points out 
paths of economy along which revenues may be fur- 
ther increased, although the availability of such routes 
is difficult of determination. It is interesting to note 
the intimation that passenger traffic has not been bear- 
ing its full share of railroad expenses. If this is true, 
an accurate separation of operating expenses as be- 
tween freight and passenger traffic, according to the 
recent order of the commission, may prove a most effec- 
tive means for securing passenger rate increases. A 
careful perusal of the entire decision shows that the 
commission has not dealt so harshly with the alleged 
delinquencies of railroads as predicted in some sources. 
It more than delicately hints, however, that the propa- 
ganda directed toward it as if it had the legislative 
power to promote general industrial welfare, has been 
ill-advised, for the law covering rate-making does not 
embrace general endeavors to restore financial and busi- 
ness confidence. The commission may be correct as to 
its legal position, but it should not belittle the anxiety 
with which the public was waiting for the rate decision. 
Unfortunately for the exact settlement of this ques- 
tion, the effect of the decision cannot be determined on 
account of present international complications. Lips 
indeed a strange coincidence that this rate decision, 
which security holders and exchanges have been await- 
ing with bated breath for sever al years, should now be 
handed down when the stock exchanges are closed be- 
cause of the war in Europe. 
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EFFECT OF WAR ON FINANCE AND COMMERCE 

Ordinary calculations of the effect which the rush 
of nations against each other now in progress in Europe 
will have upon American markets, both financial and 
commercial, seem almost futile, in view of the fact that 
the present suspension of trade on all the world’s ex- 
changes, the collapse of the European credit machinery 
and the complete upheaval of all international commerce 
are without precedent in the history of the world. It is 
no wonder that many American investors and manufac- 
turers look with doubtful eyes toward the future. How- 
ever, America has already rallied to meet the oppor- 
tunity offered to her in the face of such unparalleled 
conditions, and we are sanguine enough to believe that 
a way will soon be found to ameliorate the situation. 

Elsewhere in this issue we have noted the record low 
prices of American electric railway issues which are 
traded in on foreign exchanges, brought about through 
the heavy liquidation before the foreign and New York 
exchanges closed. This, of course, is temporary, for 
the foreign investor has been too well educated as to the 
high investment value of American public utility securi- 
ties for a market not to be established for them as soon 
as European conditions again become settled. 

So far as the earnings of electric railway companies 
in this country are concerned, we see little in the for- 
eign complications to affect them. Indeed, this com- 
parative immunity of properties of this kind to outside 
commercial conditions is one of the advantages which 
electric railways have ‘always possessed over the steam 
railroads and general industrial undertakings. With 
the street railways in the affected district the situation 
is, of course, far different, the war dispatches from 
Belgium, for instance, reporting that the lines in Brus- 
sels have been brought practically to a standstill, be- 
cause most of the train force has gone to the front. 

In the meantime, the war will change conditions else- 
where. Public utility projects in Asia and South 
America, which have heretofore depended largely on 
German and English capital, may find it necessary to 
make advances that will prove attractive to American 
capital. London and Brussels have hitherto been the 
headquarters for enterprises of this kind, Brussels 
being the headquarters of many of the international 
syndicates which have controlled tramway enterprises 
in the southern hemisphere and in the Far Hast. Ger- 
man capital has also been active in such outside under- 
takings, particularly when combined with electric light 
and power supply, working usually through the finance 
companies which are associated with the large electrical 
manufacturers of Germany. 

Manufacturers of electric railway apparatus in this 
country, also, may do well to consider the opportunities 
which the parts of the world which we have mentioned 
offer. Many of the existing roads of this kind have 
looked to Germany for their supplies in the past, not 
only for electrical equipment but for rails, etc., and if 
American manufacturers are willing to extend the long 
credits to which these buyers are accustomed, new 
lines of trade for this country may advantageously be 
developed. 
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PAYMENT OF INTEREST ON INCOME BONDS 

According to a well-known author on corporation 
finance, income bonds, while sometimes desirable in re- 
organization proceedings because they do not impose any 
fixed charges on a corporation, are quite liable to lead to 
an acrimonious dispute between the corporation and the 
bondholders as to whether or not the interest charges are 
actually earned. Yet this objection, it is stated, can be 
obviated in part by the insertion, in the bonds, of such 
a detailed statement of the method by which the net in- 
come available for bond interest is to be determined as 
to make any disagreement on this point impossible. 
Sound theory this is, assuredly; but how difficult it may 
be to put it into practice is well exemplified by the pres- 
ent New York (N. Y.) Railways income bond contro- 
versy. 

As noted in last week’s issue of the ELECTRIC RAIL- 
WAY JOURNAL, a suit has been brought against the New 
York Railways by the New York Life Insurance Com- 
pany, on the ground that the railway has retained from 
its bondholders interest which ought to be paid on its 5 
per cent non-cumulative income bonds. The point is 
made that the reserve for injuries and damages is 
greatly in excess of the total actually expended, although 
the actual amount of excess is unknown to the plaintiff. 
According to the bondholders, the indenture provides 
that the unexpended reserve for injuries and damages 
for any six months shall be automatically returned to in- 
come and shall be applicable to interest on the income 
bonds. The company contends, however, that the inden- 
ture does not make such a step obligatory, and the re- 
sulting deadlock can be broken only by the adjudication 
of the present suit. 

While waiting for this decision we may well call at- 
tention to another income bond interest dispute, which 
was decided a few years ago. Holders of the 1895 re- 
organization income bonds of the Central of Georgia 
Railroad alleged that the profits of a subsidiary, the 
Ocean Steamship Company, whose stock was almost en- 
tirely owned by the railroad, had been appropriated by 
the railroad under the fiction of “loans,’”’ so that the 
subsidiary earnings did not appear at all in the form of 
dividends declared in the income statement of the rail- 
road. The decision of the court, which was rendered 
after long and hard-fought litigation, was in favor of the 
complaining bondholders, it being clear that the sub- 
sidiary corporation was here used as a device to prevent 
the income bondholders from securing profits justly ac- 
crued. It is easily conceivable that in cases of this 
character, where income bondholders are dealing with 
corporations carrying on several activities, care must 
be taken lest through the separate companies earnings 
be diverted from rightful creditors to the stockholders. 

Besides such a case, however, the present New York 
Railways suit is based upon a pretext almost puerile. — 
At best the issue resolves itself into one of judgment 
concerning the operating needs of the company and its 
accounting principles, on which points the right of the 
insurance company to act as judge is not wholly compre- 
hensible. It may be that the reserve of 8 per cent of the 
passenger revenue maintained since Jan. 1, 1912, is 
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slightly excessive. As noted elsewhere in this issue, an 
engineering determination of the exact amount required 
was 7144 per cent, but the Public Service Commission 
ruled that the company could not make any retransfer 
to surplus until all 1913 claims had been liquidated, 
moreover, that it was “wiser to manage a company over- 
conservatively and have a little margin of safety than 
to attempt to share the divisible profits down to the last 
tenth of 1 per cent.” . 

Under the New York State law accident claims may be 
filed any time within three years after the date of acci- 
dents, so that the number of claims that may be made 
against a company for a given year is indeterminate 
until that.time has elapsed. The New York Railways 
has now been in operation as a reorganized company 
for a little more than two years, and for it now to pay 
back a portion of its accumulative reserve would seem 
to be an unwise procedure. With a company which has 
been in operation for a long time it may be possible to 
work to a very close margin in matters of this kind, but 
we are inclined to believe that even in such a case a 
broader margin would tend to a greater uniformity of 
income bond interest. 


COMMITTEE ACTIVITY 

This is the period of the year when the American 
association committees are completing their reports, and 
it seems an appropriate time for this reason to review 
some of the aspects of committee activities. 

Appointment upon one of the many committees of the 
American Electric Railway Association should be an 
incentive for earnest endeavor on the part of the in- 
dividual so assigned, not for the reason that his ability 
was considered sufficient to warrant the appointment 
but because a threefold opportunity has been opened to 
him. In the first place it is an opportunity to partici- 
pate in activities which have for their basis a much 
wider range than exists in the individual property and 
which are, therefore, the principles of the business of 
street railway transportation as it has been developed 
to the present date. In the second place the broader 
_ vision derived from such participation offers a means of 
strengthening the company with which the member is 
associated. The third opportunity is that of self- 
improvement. If every advantage is taken of the in- 
terchange of ideas among the members of the commit- 
tee old facts assume new appearances, and the flow of 
original thought is likewise stimulated. 

Committee members should realize that the reports 
submitted to the annual conventions ought to mark mile- 
stones of progress on the particular subjects with which 
they are concerned, and such a result can be obtained 
better by quality than quantity. 

After the appointment of committees the up-to-date 
chairman should endeavor by correspondence to arrange 
for a meeting, at which all members could be present, 
as early as possible. Every effort should be made to 
insure a full meeting by inter-communication among 
members until a common date is determined upon. The 
time which any committee can have in meeting is very 
limited, consequently it is of such value that it should 


ELECTRIC RAILWAY JOURNAL 


243 


not be wasted. A rough outline ought to be prepared so 
that progress might start from the first meeting, in- 
stead of using this meeting to review the previous his- 
tory of the subjects assigned. The meeting should then, 
if the right men have been chosen, become a clearing 
house of ideas. 

An important qualification for committee work is the 
get-together spirit, the ability to seize upon the other 
fellow’s thoughts or practices and examine them in good 
faith, not to find the weak points but to detect the strong 
points. Oftentimes the subjects assigned to a com- 
mittee are wide and quite far-reaching. It is more a 
sign of strength than weakness in the committee if it 
deliberately postpones investigation on one or more 
subjects for the ensuing year and concentrates its en- 
ergy upon what seems best adapted to the experience 
and make-up of the committee. 

In committee reports the desirable feature is definite- 
ness of aim and concreteness of recommendation. Pre- 
sumably each committee is appointed with a definite ob- 
ject and its work is satisfactory only if it accomplishes 
definite results. Committees with indefinite commis- 
sions are likely to fail of real accomplishment and to be- 
come useless cogs in the association machinery. 


THE WAR AND ELECTRIFICATION 

Among the many large engineering improvements 
which will be seriously delayed because of the great war 
now in progress on the Continent are the electrifications 
of steam railroads in Germany, France and other coun- 
tries. The greatest delay may be expected in Germany 
partly because of the diversion of government funds to 
war purposes and partly because of the fact that the 
latest electrification, that in Silesia, is close to the Rus- 
sian border. In any event, the railroads will be so over- 
crowded because of troop and provender transportation 
that no such interruptions as are incident to a change 
from steam to electricity would be permitted. It is 
doubtful, also, whether the Stadtbahn electrification will 
be furthered in a time of such financial stress. 

In France, where the privately owned Midi Railway 
has taken the lead in electrification, less delay may 
be experienced because there is no dependence on gov- 
ernment funds for the change and the lines are at a 
great distance from the war zone. It is questionable, 
however, whether the suburban electrifications of Paris 
will be continued at this time. Russia also was reported 
to have in hand great electrification projects which will 
now have to be postponed. Even if Italy, Spain, Sweden, 
and Norway succeed in maintaining their neutrality, 
the electrifications planned in those countries will be held 
up for two reasons: diversion of government funds, and 
assignment to army duty of the most vigorous and 
technically trained men in the country. In general, the 
Continental countries give preference to retired soldiers 
for railway workers; therefore the men who would 
build and operate the electrified roads are among the 
first reservists to be called back to the colors. No mat- 
ter from what angle the situation is viewed, even a very 
short war must mean a serious delay to the electrifica- 
tion of steam railroads in Europe. 
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New Repair Shops at Louisville 


These Shops in Their Fireproof Construction, Sawtooth Roofs for Natural Lighting, Mercury Vapor Lamps 


for Artificial Illumination, Thorough System for Transporting and Storing Materials and Other 
Features Are a Worthy Example of Modern Car Maintenance Standards 


Positive evidence of the healthy growth of an elec- 
tric railway is exemplified in its demand for larger and 
more modern repair shops and generating stations. 
This is particularly applicable to the Louisville Rail- 
way, Louisville, Ky., which recently completed the 
power station, described in ELECTRIC RAILWAY JOUR- 
NAL of Feb. 21, 1914, on page 402, and has now just 
completed its new general repair shops. Like the gen- 
erating station, the new shops represent the best mod- 
ern practice in electric railway shop construction and 
arrangement. Their necessity was brought about by 
the overcrowding of the existing shop buildings, the 
first of which was built in 1897. Although centrally 
located, the expansion of this lay-out was limited by 
the high price of surrounding real estate. The new 
shops are almost as centrally located as the old ones, 
but have the additional advantages of being on the 


bought, limited the character of the general plan. This 
land included a 277-ft. strip of property more than 1000 
ft. in length and extending between two parallel streets 
occupied by important street railway lines. 

Many different groupings of buildings which could 
be constructed on the proposed site were considered. 
One scheme included grouping the buildings along one 
side of the property with track entrances from the op- 
posite side by way of a ladder track. This plan was 
not deemed practicable because of the larger number 
of turn-outs necessary as well as the reduction in the 
property area available for the shops. Another plan 
provided for grouping the shop buildings along each 
side of the property, with transfer tables and pit be- 
tween the two groups. This arrangement reduced the 
depths of the buildings to a point where the tracks 
were too short and so would have seriously retarded 


LOUISVILLE SHOPS—FRONT VIEW OF REPAIR SHOP TAKEN BEFORE SHOP WAS OCCUPIED 


same property as the largest carhouse and in a factory 
district where property for future expansion may be 
had at a fairly reasonable price. Furthermore, the 
new plant lends itself more readily to progressive shop 
movements, resulting in greater economy in shop 
operation. 

Three important city car lines reach the site which 
is a strip of property 277 ft. wide x 1221 ft. long, im- 
mediately in the rear of the Twenty-ninth Street and 
Broadway carhouse and fronting on Garland Avenue. 
This location is only 1144 miles from the center of the 
business district, so the dead mileage from all lines is 
quite small. While situated in the manufacturing dis- 
trict as noted, the shops are also quite near a desirable 
home district where the employees live. 


GENERAL LAY-OUT 


Prior to deciding on the design of these shops, the 
construction and mechanical departments of the Louis- 
ville Railway made a survey of other shops in the Cen- 
tral States territory to obtain information on general 
lay-outs, equipment and methods. To a certain extent 
the dimensions of the property, which had already been 


car movement. Any shift as the car progressed through 
the various shop departments would require the use of 
a transfer table. Many other lay-outs were considered, 
but the one finally adopted and illustrated herewith 
included three main shop buildings occupying the cen- 
ter of the property with an aisle on each side to pro- 
vide for run-around tracks. Two aisles, 74 ft. in width, 
separated the three buildings which formed the shop 
group. These aisles between the buildings were occu- 
pied by two 46-ft. transfer tables with 14-ft. walkways 
between the edges of the shallow transfer-table pit and 
the buildings. 


Since one end of the shop property was occupied by 
the Twenty-ninth Street and Broadway carhouse, the 
shop lay-out was designed with the main shop entrance 
at the Garland Avenue or opposite, end of the property. 
This entrance included two turn-outs, one on each side 
of the property leading from the track in Garland Ave- 
nue and connecting to a ladder track paralleling the 
front of the repair shop. That part of the special work 
in the street was laid with 9-in. 149-lb. grooved rail and 
that on the property with 108-lb., 7-in. rail, all of which 
was furnished by the Buda Company. This lead also 
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connects to run-around tracks each side of this build- 
ing, one being so connected to the ladder track as to 
provide a wye track for turning cars. 


REPAIR SHOP ARRANGEMENT 


Eleven tracks lead into the repair shop, and the rel- 
ative location of the ladder track and the front of the 
building provides clearance for two cars on each, out- 
side of the building. Only two of these ladder tracks 
extend through the repair shop building, the other nine 
stub-ending approximately two car lengths, or 80 ft., 
inside the entrances. In a similar way eleven tracks 
enter the rear end of the repair-shop building. Two 
of these are the through tracks from the front en- 
trance, and the other nine are short sections of track 
sufficient in length to store two cars inside the building. 

Each short track passes over an inspection and re- 
pair pit, each equipped with pit hoists fitted with two 
24-ft. I-beams which recede into slots in the reinforced 
concrete floors. These hoists occupy the building en- 
trance end of each inspection and repair pit. From this 
point defective trucks are run to the inner end of the 
repair pits where the motors or other truck parts may 
be removed by the 10-ton Whiting bridge crane, or a 
jib crane with a 14-ft. beam attached to the building 
column. From this point they are deposited on a small 
truck mounted on a narrow-gage industrial railway 
and transported to the various sections of the repair 
department. The repair shop proper occupies the cen- 
tral floor space of the repair shop building and extends 
from an inclosed storeroom, 79 ft. by 87 ft. in plan, at 
one end to the building wall at the other. The black- 
smith shop occupies the corner of the repair shop build- 
ing beside the Garland Avenue track entrances, the 
machine shop and armature room the central portion 
of the building, as well as the corner beside the rear 
track entrances. 

As shown in the illustrations this shop area is con- 
tained in one large room with the exception of the 
storeroom, which is separated from the rest of the 
building by a 15-ft. brick partition wall. This arrange- 
ment permits the repair shop foreman to get a clear 
view of the entire floor area including the machine shop, 
blacksmith shop and armature repair departments. 
The advantage of the short stub tracks leading in from 
both sides of the repair shop building, each equipped 
with a pit car hoist, is the number of cars which may 
be handled at one time. In case several cars are under- 
going a general overhauling, they may be run to the 
transfer table between the repair shop and carpenter 
shop, and set. on any open track at the rear of the re- 
pair shop building, where the body is raised from 
the standard trucks, set on dummy trucks and shifted 
to the carpenter department for body work. At the 
same time the stub tracks at the front end of the build- 
ing, or nearest the street, may be used for emergency 
repair work, such as changing trucks, adjusting brake 
equipment or making other slight repairs to the elec- 
trical equipment. In other words, it is the intention to 
keep these front tracks for handling rolling stock which 
is in the shop only for slight repairs, and those at the 
rear of the building for general overhauling purposes. 
In addition to the pit hoists a truck transfer table in- 
tersecting four tracks and of 10-ft. width has been pro- 
vided immediately in front of the repair shop building. 
This, too, is emergency equipment, being provided to 
change trucks in case the stub tracks at this end of the 
building are completely filled with cars undergoing 

rgency repairs. 
on The ee tracks on each side of the shop build- 
ings make it possible to reach any of the buildings 
without passing through the others or using the trans- 
fer tables except for direct entrance to a building. 
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LOUISVILLE SHOPS—iNTERIOR VIEW OF REPAIR SHOP, SHOWING LONGITUDINAL REPAIR PITS, CRANE RUN, ETC. 


These run-around tracks were also provided to deliver 
steam-railroad cars from the track connection near the 
repair shop site to the several buildings. In order to 
do this, however, it was necessary to provide a second 
running rail at standard gage, 4 ft. 8% in., because 
the Louisville Railway’s lines are all laid with a 5-ft. 
gage. This difference in gage also necessitated an ex- 
tra rail on the transfer tables, so that foreign cars can 
be shifted from one side of the repair shop to the other. 


CARPENTER SHOP 


Immediately back of the repair shop is the carpenter 
shop, which is somewhat smaller in floor area, being 187 
ft. x 205 ft. in plan. One corner of this building is set 
aside for the heating plant, and the remainder of the 
aisle which this plant’ occupies serves as space for the 
woodworking machine tools. The rest of the building 
is occupied by nine tracks which are continuous from 
the transfer tables each side of this building, except the 
one which was stub-ended to provide floor space for a 
small blacksmith shop, the fare box and curtain repair 
departments. Four of the through tracks along with 
the stub-ended track have pits, those under the through 
tracks being 90 ft. in length and two to each track. All 
tracks are spaced at 16-ft. centers, thus providing be- 
tween adjoining track rails an 11-ft. aisle, which is 
ample for the delivery and removal of material to and 
from cars undergoing overhauling. 

The space provided for woodworking machine tools 
is ample for present needs, with an allowance for future 
addition. Each machine is served by an exhaust which 
‘connects into an overhead duct leading to the boiler 
‘room. The carpenter shop also contains space for a 
‘small blacksmith shop, it being provided to make emer- 
gency changes in metal fittings or any other light forge 
work which frequently accompanies car carpentry. 
The fare-box and curtain departments adjoin the forge 
room, and are completely inclosed so that they are out 
of the dust incident to car overhauling. Over these two 
latter rooms is the shower bath and locker room. It 
is reached by an ornamental iron stairway, and is in- 
closed with 8-ft. “Hy-rib” and concrete partitions, with 
an 18-in. opening along the base. As shown in one of 
the illustrations, the fittings are complete, and the 
shower bath room is provided with an individual gas 
hot-water heater. The lockers are of the usual metal 
type. Likewise each shop building is equipped with 
similar shower bath and locker rooms on balconies. 


PAINT SHOP 


The paint shop building is separated from the car- 
penter shop by a 76-ft. aisle, and is 190 ft. wide x 155 
ft. long. It is divided into four rooms: the paint shop 


proper, which occupies the major portion of the build- 
ing; a washroom, 35 ft. 6 in. x 93 ft. in plan; a var- 
nish room, 35 ft. x 40 ft. in plan, and a stockroom and 
office, 35 ft. x 20 ft. in plan. The stockroom was built 
with an underground tank storage system for oils so 
as to reduce fire hazard as well as insurance rates. 

Twelve tracks enter this building from the transfer 
table, two being stub tracks which lead into the car- 
washing room while the other ten extend through the 
building. The tracks in the paint shop proper are at 
15-ft. centers, thus providing a 10-ft. aisle between ad- 
joining rails of parallel tracks, and the two tracks in 
the washroom are of 16-ft. centers. It is not the inten- 
tion at present to connect the tracks at the rear end of 
the paint shop building, but when the shop scheme is 
entirely completed a ladder track will be provided here 
so that cars may enter the paint shop from either 
side. 

On the east. side of the paint shop building are pro- 
vided a lumber shed and dry kiln, each being served 
by the east run-around track on one side and a stub- 
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end, double-gage track between them and the paint 
shop building. A short section of the stub track also 
extends from the transfer pit into the dry kiln so that 
lumber may be unloaded direct from the car upon the 
racks in this building. -Two storage tracks in addition 
to a side track are supplied in the east run-around 
aisle beside the carpenter shop building so that cars 
may be stored without blocking run-around. In the 
west run-around aisle beside the repair shop, and sit- 
uated so that material may readily be handled from the 
run-around track, are the oil and waste house and the 
scrap and fuel bins. 


BUILDING CONSTRUCTION DETAILS 


One of the most interesting features in connection 
with the construction of these shop buildings, as well 
as one which lends itself readily to construction econ- 
omy, was the adoption of sawtooth roof construction 
for all buildings, accompanied by a standard longitu- 
dinal and transverse spacing of columns. As shown in 
the accompanying cross-section, the standard longi- 
tudinal column spacing is 29 ft. 5 in. The transverse 
spacing is 32 ft. By adopting this design and using it 
throughout the three structures it was possible not only 
to reduce design cost, but to simplify fabrication and 
erection to a point where the cost of the completed 
buildings was materially reduced. The only exception 
to this standard bay construction was made necessary 
in the two transverse panels adjoining the repair shop 
floor, at the inside ends of the repair and inspection 
pits. This alteration was made to provide additiona) 
strength in the columns to carry a 29-ft., 10-ton bridge 
crane. 

Other standards adopted in the design of these build- 
ings to reduce the purchase cost of materials as well 
as the cost of erection were the United steel sash, used 
in the sawtooth roof skylight construction, and a stand- 
ard size of window frame and sash for use in all three 
buildings. The skylights were arranged with a con- 
tinuous operating mechanism to provide ventilation, 
and each of the lower window sashes was equipped with 
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a pivoted panel and adjustable brackets for ventilation. 
In addition to these, all track entrances are fitted with 
10-ft. 6 in. x 16-ft. Wilson corrugated rolling doors 
arranged with chains and sprockets for hand operation. 

Other construction details somewhat unusual in char- 
acter include the manner of providing partitions around 
the storeroom which occupies a portion of the repair 
shop floor, as well as the rooms in the carpenter shop 
and paint shop. As mentioned heretofore, these take 
the form of a 13-in. brick partition wall 8 to 15 ft. in. 
height, and are intended only to serve as a barrier 
between these rooms and the rest of the building. It 
was believed that it was unnecessary to carry them 
higher, and besides it would have added to the con- 
struction expense without increasing economy in shop 
operation. All floors with the exception of those over 
that portion of the repair shop building set aside for 
blacksmith shop, are of concrete finished with a tough- 
ened wearing surface, made so by using “Ferrofax.” 
This toughener is a combination of iron dust with ce- 
ment, and it is believed that it will appreciably increase 
the life of the shop floors. 

The roof covering is quite unusual, it being com- 
posed of a 2-in. continuous slab reinforced with “Hy- 
rib,” a trade name for a trussed, expanded metal. The 
use of this material permitted the construction of the 
roof slab without forms, as the reinforcement was stiff 
enough to permit the concrete to be placed on top with- 
out sagging. After this was troweled and set, it was 
plastered underneath to form the ceiling. This slab 
is covered in turn by a two-ply asbestos, saturated 
composition roofing. 


REPAIR AND INSPECTION PITS 


As shown on the plan, the repair and inspection pits 
in the repair shop are of a uniform length, being 60 ft; 
over all, and 5 ft. 6 in. in depth. The track rails are 
9-in. 90-lb. tram rails on I-beam pedestals which also 
serve to carry the I-beams supporting the reinforced- 
concrete floors. These pit rails are attached to the 
floor beams by the usual bolts and rail clips. The rein- 
forced concrete floors are 6 in. thick and those carried 
on earth foundations are 5 in. thick. 

One set of pits, namely, those at the track entrance 
from Garland Avenue, will be fitted with pit car hoists, 
arranged for individual motor drive with gear and con- 
tinuous shaft connections. Those pits at the rear of 
the building were equipped with similar hoists, but of 
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an older design, operated by a continuous shaft extend- 
ing along the ends ofi all pits, each pit being fitted with 
chain and sprocket connections which are controlled by 
hand levers and clutches. These latter pit hoists were 
taken from the old shops. Several of the pits are built 
with removable rail sections at the ends nearest the 
repair shop floor, so that wheel renewals may be made 
without the use of a pit hoist. Cross-sections of these 
pits are shown in the illustrations. 


STOREROOM ARRANGEMENT 


Another construction feature of interest included in 
these shops was the arrangement of the storeroom. As 
mentioned elsewhere in this article, this is 79 ft. x 87 
ft. in plan and separated from the repair shop by a 15- 
ft. brick partition wall. The storeroom proper is de- 
signed with 8-ft. balconies on the four sides, two of 
which will serve as additional storeroom space, one for 
the master mechanic’s office and the shop drafting 
rooms, and the fourth is partially occupied by the em- 
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ployees’ shower bath and clothes locker rooms. The It 
partitions on this balcony floor are built of the Trussed ~ 
Concrete Steel Company’s 26-gage “Hy-rib” plastered 
with concrete on both sides. This type of partition was 
employed to obtain one of minimum thickness and at 
the same time of substantial construction. All the par- 
titions around the toilet, locker and washing rooms have 
their bases elevated about 18 in. above the floor level so 
that the foreman on the shop floor may observe loiter- 
ers. This balcony is reached from the repair shop by 


an ornamental stairway. 


A basement below the storeroom floor is used to store 
such rough, heavy material as is drawn out of the store- 
room at infrequent intervals. Both the basement and 
balcony are served by an electric freight elevator. All 
shelving and bins used in the storeroom are of the 
adjustable metal type, thus conforming to the fireproof 
construction of the building and giving the maximum 
storage space per square-foot area occupied by bins 
and shelving. A wide door opening to the east run- 
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around track aisle leads to an unloading platform so 
that material may be handled direct from the car to 
the storeroom. 

The use of a narrow-gage industrial railway in the 
repair shop of a railway is somewhat uncommon, but 
it is believed that this railway will aid materially in 
handling heavy repair parts from the pit areas either 
side of the floor to the several repair departments and 
the storeroom. This industrial railway extends along 
the ends of the repair and inspection pits, and serves 
as an auxiliary to the two bridge cranes. It is equipped 
with flush turntables at the intersections of the indus- 
trial railway and the through track immediately in 
front of the storeroom. Those machine tools used in 
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work on the heavy repair parts were installed, of course, 
convenient to the industrial railway tracks. 


HEATING SYSTEM 


The heating plant in one corner of the carpenter shop 
has two Henry Vogt boilers of 150 hp. each and a 150-ft. 
self-supporting, unlined steel stack. Concrete coal bins, 
under one of the storage tracks beside the boiler room, 
were provided for heating-plant fuel storage. The 
space over the heating plant, which is in a depressed 
room below the shop-floor level and inclosed in brick 
walls, serves as a storeroom for miscellaneous material. 
All heating coils are of the built-up type, vacuum return, 
arranged on racks on the building walls and on the lower 
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cords of the sawtooth roof trusses. Heat also is pro- 
vided in the pits im the repair and carpenter shops, 
the pipe being set in recesses in the concrete walls 
or arranged on coil racks under the shop floor in 
the space adjoining each pit. In addition to the coils 
for general heating in the paint shop, four pipe coils 
have been installed in a shallow open duct along the 
center line of each track. These were included to ex- 
pedite paint drying, and are arranged in sections with 
individual control. 


ELECTRIC WIRING AND ILLUMINATION 


For general shop illumination in the repair and car- 
penter shops, 550-volt, 3885-watt, 300-cp single and 
double-tube Cooper-Hewitt mercury arc lamps were 
used and spaced at frequent intervals. These were sup- 
plemented by tungsten lamps on drop coils, where in- 
dividual light was desired as well as in the bath rooms 
and offices. Paint shop illumination was supplied by 
tungsten lamps on drop cords. It was believed that di- 
rect lighting would be more satisfactory in this shop. 
All wiring to the general illumination fixtures is ex- 
posed and carried on porcelain insulators attached to 
the overhead steel work. In possibly hazardous places 
this wiring was run in metal conduit. Overhead trol- 
ley wire was provided over the pits in the machine shop, 
in the carpenter shop and paint shop. The usual roll- 
ing door clip with the trolley dead-ended each side of 
the building wall at the entrance was furnished. In- 
side the buildings the trolley wire was carried in 
wooden trolley trough bolted to the lower cords of the 
transverse building trusses. 


TRANSFER TABLES 


The grouping of the three shop buildings necessi- 
tated the use of transfer tables between them to fa- 
cilitate progressive shop movements. In order to re- 
duce the aisle width to a minimum and to eliminate 
the old style deep pits, a shallow floor type table was 
purchased from George P. Nichols & Brother. The 
flush type of table would have required the use of track 
aprons, consequently wider aisles between the pits and 
the face of the buildings. The use of aprons also was 
prohibited by the low car fenders. The apron was elim- 
inated by dropping the pit level 914 in. below the top of 
the shop track rails. 

These two shallow floor transfer tables are 46 ft. 
long and were designed to carry a 35-ton loaded freight 
car. In order to accommodate steam-railroad equip- 
ment it was necessary to place a double running rail 
on one side of the table. The supporting girders are 11 
ft. 3 in. center to center, giving a clear width of 9 ft. 
6 in. The elimination of the aprons made it possible to 
place the stirrups carrying the table 
wheel bearings at the end of the gird- 
ers and the first floor beam 6 ft. 144 
in. in from their ends. ‘The diameter 
of the wheels and the location of the 
bearing allows 1%-in. clearance be- 
tween the shallow floor and the top of 
the pit rail. The table is self-pro- 
pelled by a 15-hp motor supplied with 
energy from the 550-volt trolleys 
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mechanic Louisville Railway. The construction work'!! 
was done under contract by the L. W. Hancock Com- 
pany, Louisville. 


Interurban Cars With 26-In. Wheels for 
Pittsburgh 


The Pittsburgh Railways Company, which originated 
the “low-floor” car with 24-in. wheels, is now planning 
the extension of the use of small wheels to its in- 
terurban service. Quotations have been asked for 
ten interurban cars with 26-in: wheels. Four 50- 
60-hp motors will be used, and to these will be, ap- 
plied the same principles of design that were so suc- 
cessful with the original 30-hp “baby” motor design. 
The new cars, of which a floor plan is shown in the 
accompanying line cut, are to be 52 ft. 8 in. long, and 
they are estimated to weigh complete 45,000 lb. A 
large part of the great reduction in weight is obtained 
through the use of the small wheels, motors and trucks. 

The decision to build cars with such a radical inno- 
vation as the small wheel for high speed was only made 
after extended tests had been carried on with a small- 
wheel car in interurban service. This test car, shown 
in the accompanying half-tone, was one of the original 
“low-floor” cars developed by P. N. Jones for city serv- 
ice in Pittsburgh. The wheels, however, were specially 
made to be suitable for interurban work, and the gear- 
ing was changed from the high ratio of 15:58, as regu- 
larly used, to a ratio of 23:50, so that the car could 
make the high speed required by the run. 

A number of extended tests were made with this car 
upon the Charleroi and Washington lines out of Pitts- 
burgh. In all cases the car was able to operate on a 
schedule easily equal to that of the standard interurban 
cars, making all stops and operating satisfactorily on 
all grades. In one case a test run was made down a 
grade of 114 per cent, and 2 miles were covered in two 
minutes twenty-two seconds, a speed of 51 m.p.h. No 
nosing of the car was found to exist, and it is reported 
that the riding qualities of the car even at this high 
speed were equal to those of the heaviest interurbans. 
Following the experiments the test car was placed in 
regular interurban service between Cannonsburg and 
Washington, and it is still giving perfect satisfaction. 

The cars now in service on the interurban lines of 
the Pittsburgh Railways weigh from 33 tons to 37 tons 
and are equipped with four 100-hp motors. The regular 
run on the Washington line is 30 miles and it is made 
in one hour and fifty minutes. The run to Charleroi 
is 84.6 miles long and this is made in two hours and 
fifteen minutes. The first 7 miles of both runs take 
thirty-three minutes, as this distance is run in city or 


which parallel the pit. 

These new shops represent an ex- 
penditure of approximately $250,000, 
which is quite low for the cubic foot 
building content of fireproof shop con- 
struction. They were designed by 
J. B. Hutchings and E. T. Hutchings, 
architects of Louisville, under the di- 
rection of T. H. Minary, assistant gen- 
eral manager, and John Zoll, master 
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suburban streets, and much of the time is consumed 
in passing through some long narrow towns. 

The result of the use of a light car with small wheels 
and motors is graphically shown in the accompanying 
diagram, which indicates the values of the current in am- 
peres and the speed in miles per hour for various tractive 
efforts at the motors. The tractive efforts of the differ- 
ent motors used on the test car and on the regular inter- 
urban car are prorated in accordance with the weights of 
the two cars so that the speed and current consumption 
curves fall within the same range for the large motor and 
for the small one. As shown by the diagram, two gear 
ratios were tried for the small motor. One of these, 
namely 26:47, was not used in the actual tests, the gear 
ratio of 23:50 being considered to be more generally 
desirable. 

The curves of current consumption show graphically 
_ the marked difference between the small and the large 
motors, most of this being due, of course, to the great 
decrease in weight. In addition, it was found that 
when starting the small car with all motors in series 
the draft of current was about one-fourth of what it 
was when starting the large car with motors in pairs, 
two in series. The worst grade on either one of the 
lines is 6 per cent, and on this the present interurban 
cars usually require about 500 amp. However, it was 
found that the small car took but 220 amp. 

It will be noticed from the half-tone that the test car 
has very short truck centers, the trucks being only 21 
ft. 6 in. apart. On the new cars, however, this dimen- 
sion will be increased to 27 ft. 6 in. It was found dur- 
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ing the tests that the short truck centers on the test 
car had no very great influence on the riding qualities 
of the car, but the increased length is undoubtedly safer. 
The wheels on the test car were 24 in. in diameter with 
a %-in. flange and a 2%-in. tread. Qn the new cars, 
however, the wheel diameter will be increased to 26 in. 
to accommodate the larger motors. 


The Interest of the Banker in State 
Regulation* 


Numerous functions of the Pennsylvania Public 
Service Commission are of interest to bankers, espe- 
cially the functions in connection with rates, values and 
the financing of public utilities. The state and its 
municipalities grant rights, and the public is entitled 
to a supervision which will prevent improper use of 
such powers, and insure adequate service and reason- 
able charges therefor. On the other hand, the com- 
panies have their right to fair treatment so that they 
shall be able to give the service that is required of 
them, and also be assured the return to which those 
who have invested in their securities are entitled. 

A great difficulty in arriving at this proper fairness 
in regulation is that the public service companies are 
not starting afresh, simultaneously with these new 
regulating bodies. It would seem simple enough for a 
commission to fix proper rates; and, in the case of a 
new company, satisfied that rates will be maintained 
sufficient to provide for a fair return from the outset, 
investors might be entirely willing to put their money 
into the enterprise. But regulation enters the field 
when public service corporations are in full swing. 
Their stocks and bonds have been issued and outstand- 
ing for years—sometimes too generously issued per- 
haps but generally in accordance with law as it existed 
prior to the limitations of to-day. Many of these en- 
terprises were financed on bonds issued at a discount 
with a bonus of stock thrown in. On the one hand 
there are utility companies so floated asking commis- 
sions to fix rates to provide a return on the face value 
of all those securities; on the other, some commissions 
are disposed to restrict the rates to a bare return on 
the actual cost of the physical plant. Something fair 
between these extremes must be determined. Cer- 
tainly the old method of financing was necessary to 
some extent. Within certain limits it was legal, and 
even if the speculative element which seemed essential 
to make the proposition attractive in the past is now 
cut out, the readjustment should not be done in such a 
way as to put necessary and efficient utilities into 
bankruptcy. 

It has been feared that state regulation may tend 
to drive away enterprise and capital through the pos- 
sible cutting out of any capital expenditures for the 
eompensation of promotors, through not allowing for 
expenses or losses in the development of the business 
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and through failure sufficiently to make provision for 
the cost of money, all of which are expenditures quite 
as necessary in the establishment and conduct of such 
a business as the purchase of poles, wires, pipes, tracks 
and ties. It cannot be expected that men will give 
their time, brains, abilities and efforts to promote an 
enterprise, procure the money for it and through pre- 
liminary years have no return or only a small return on 
the cash invested, without compensation. Such initial 
services are as proper a charge against capital as serv- 
ices in obtaining the charter. Such continued services 
are as much entitled to remuneration as those of the 
lawyer in preparing by-laws and certificates for full 
paid common stock, mortgages, merger agreements, or 
in applying for ultimate receiverships. 

A witness at a certain commission hearing, familiar 
for years with utilities and their financing, expressed 
his opinion in effect as follows: 

“Government regulation involving the matter of the 
fixation of maximum return eliminates the speculative 
element of value. The immediate effect is to make it 
more difficult to raise money. With proper regulation 
companies can raise money more cheaply. A fair re- 
turn is the return that will be necessary to attract 
money into the enterprise whenever it is needed and 
in the amounts needed, in order to take care of the 
development of the business, that being the lowest re- 
turn possible. Regulation in the end, when the com- 
panies know how to deal with it and the commissions 
know how to deal with it, when both sides know what 
is required and what has got to be done, unquestion- 
ably is going to make it possible for the companies to 
raise money on a better basis. Speculative value is not 
necessary for the future. Regulation is preferable to 
speculative conditions, assuming that regulation is 
worked out and that it takes into account all the ele- 
ments of value and all the questions that enter into the 
operation of the utilities.” 

It is to the interest of every banker to do all in his 
power to establish a fair basis of regulation. If it dis- 
closes a disease, regulation cannot be charged with 
causing it. If some over-capitalized corporations have 
to go through reorganizations, if some soundly estab- 
lished corporations have to suffer from temporary un- 
certainty if from nothing more, the outcome may be 
hoped to be generally beneficial. The banker cannot 
dodge his responsibilities to help make it so. We are 
not ready for state or municipal operation of many of 
our public utilities. Facts and experience as to the 
character of service and the cheapness of service by 
private operation compare too favorably with the re- 
sults of management capable of being affected by 
politics. 

In such legislation as that dealing with the regula- 
tion of public utilities, all good citizens, and in the van 
the bankers, must take a hand. Every proper effort 
should be made to make certain of retaining well quali- 
fied men as commissioners. The commission should be 
supported with respect such as is accorded to the bench. 
Whenever a matter of rate making or valuation affect- 
ing a utility in which bankers are interested directly, 
or only as they represent financial interests in a com- 
munity they wish to see progress, let them make sure 
that every consideration which should have weight in 
the matter of fairness is presented to the commission. 


Practically all of the principal jewelers in Louisville, 
Ky., are equipped to demagnetize the watches of the 
trainmen on the Louisville street railway and the vari- 
ous interurban railways which run into Louisville. One 
of the jewelers has distributed leather billfolds and 
controller handle pads to the trainmen to secure their 
business. 
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i 
Suburban Fares at Boston 


Although it is well known that, .in general, electric 
railway fares are less than those charged by competing 
steam railroads in suburban districts, the extent of 
the differences in favor of the former in a given metro- 
politan area is sometimes very striking. In the re- 
cently published report of the Massachusetts Public 
Service Commission and Boston Transit Commission 
upon transit conditions at Boston, an appendix of much 
interest is devoted to a comparison of steam and street 
railway fares between Boston and sixty-eight stations 
in the suburban district lying from 3 to 12 miles away 
from the heart of the city. All of these stations are 
on the lines of the Bay State Street Railway, and many 
are reached by the cars of the Boston Elevated Railway 
Company. Hither the Boston & Maine Railroad or the 
New York, New Haven & Hartford Railroad provides 
the steam service to and from these points. 

Of the sixty-eight stations listed, street railway fares. 
are lower than the single ticket steam railroad charge 
in sixty-four instances. Forty-three stations are ac- 
cessible by trolley at a 5-cent fare from Boston, this 
rate applying to a maximum distance of 9 miles from 
the steam railroad terminal. Twenty-five stations are 
reached by trolley at a 10-cent fare. The maximum dis- 
tance available on the steam systems for a straight 5- 
cent ticket is 4 miles. 
isting single ticket fares shows that the transient patron 
of the local transportation facilities will in general be 
carried from 150 to 200 per cent as far for a given 
expenditure on the trolley lines as for the same outlay 
in steam railroad fares. The commission report does 
not include any data bearing upon the single trip ticket 
charge, but the foregoing points have been brought out 
by independent analysis. 

The bulk of the traffic in the Boston suburban dis- 
trict naturally moves upon the basis of commutation 
rates, and the commission’s tabulation of these in com- 
parison with the corresponding trolley fares affords in- 
teresting deductions. Considering the one-way commu- 
tation rate upon the twelve-ride ticket available at each 
of the sixty-eight stations listed in the report, one finds 
that the electric railway fares are lower in forty-two 
cases; that in no instance is the trip charge less than 
5 cents on the steam road-and in thirty-four cases it 
exceeds 5 cents. Fifty-one stations are accessible on 
the steam lines at commutation rates on the twelve- 
ride basis at single trip charges running between 5 and 
10 cents, but of the entire list of stations only ten are 
accessible on single-ride tickets at less than 10 cents 
by steam. 

The maximum distance reached by a 10-cent elec- 
tric railway fare is 12 miles, so far as the suburban 


list goes, while the maximum distance reached by a. 


straight 10-cent fare on the steam lines is 9 miles. 

Examining the relations between fares and distance 
it is interesting to note that up to and including 5 
miles, the electric railway fares are invariably 5 cents; 
the steam railroad single trip tickets range from 5 to 
10 cents, and the commutation rate on the twelve-ride 
basis runs from 5 to 71% cents. Stations 6 to 9 miles 
out, inclusive, are reached by trolley at fares of from 
5 to 10 cents, by single steam railroad tickets of from 
11 to 17 cents, and by commutation rates of from 714 
to 9.58 cents. 

There is always a terminal charge, of course, as- 
sociated with the steam traffic, whether directly 
recognized or not. It is interesting to note, also 
that if a 6-cent fare should take the place of the pres- 
ent 5-cent charges on the electric railway lines to and 
from these stations on the north and south sides of 
Boston listed in the report, in thirty-four cases the 
commutation rates would still be higher. 


A detailed comparison with ex- - 
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Welfare Work of the Public Service 
Corporation of New Jersey 


The Public Service Corporation of New Jersey has 
just issued the third annual report of the welfare com- 
mittee. The employees of the company are protected 
by four types of insurance: health, life, old age and 
accident. The first three kinds are embraced in the 
company’s welfare plan, which was inaugurated Jan. 1, 
1911, and which is distinctive in that the corporation 
assumes the entire cost. Accident insurance is provided 
under the state employers’ liability act, which became 
effective July 4, 1911. The elective compensation fea- 
ture, which the Public Service Corporation accepted, is 
operated in conjunction with its own welfare plan, 
thereby increasing the scope of the act. 

Under these insurance plans the employees, their 
relatives or their dependents have received during the 
year 1913, through the welfare committee, $104,282.50, 
of which $56,424.76 was paid for disability due to ill- 
ness and for death therefrom, and for superannuation. 
The remaining $47,857.74 was paid for injury and 
death from accidents arising out of and in the course 
of employment. During the last three years the em- 
ployees, their relatives or their dependents have re- 
ceived $248,945.01, of which $157,548.33 was paid for 
insurance, sick benefits and pensions and the remainder 
for accidents arising under the workmen’s compensa- 
tion act and for death therefrom. 


TABLE I.—Showing Details of Cases Handled 
Welfare Cases Investigated Cases Payments Begun 


Applica- ——, Calls 
tions and Per Per Cent Made 
Accident Per Cent Cent to to Cases Upon 
Reports Num- toCases Num- Cases Investi- Em- 
Year Received ber Received ber Received gated ployees 
POLS 2 ew £6008 3629 79 2208 48 - 6 6410 
LOU 2a ew. 2ao 3809 90 2076 49 55 *7161 
OHA epee Oar corel ae is 1405 mae Fae wens 


*Hstimated upon records kept for nine months. 


Upon the basis of the number of employees in serv- 
ice Dec. 31, 19138, the cost of the welfare plan and ac- 
cidents for the year 1913, including operating expenses, 
averaged $9.17 per man, and for three years, $7.16. 
Thus, during the past three years, the employees of the 
Public Service Corporation have been provided with 
health insurance of $1 per day, life insurance of $300 
and old-age pensions.- Furthermore, they have been 
protected by accident insurance, giving, in general, half 
wages during disability and provision for dependence 
for a period of six years in case of death. 

Table I shows the number of cases investigated and 
other details of handling cases for the last three years. 

The Public Service Railway, with approximately one- 
half of the employees of the Public Service Corporation, 
expended in welfare work $42,662.26 during 19138. Of 
this $10,972.30 went for insurance, $20,632.08 for sick 
benefits, $7,571.24 for pensions and $3,486.64 for ad- 
ministrative expenses. The death rate shows a record 
of decreases during the last three years as follows: 
for 1911, 6.18 per thousand; for 1912, 5.96, and for 
1913, 5.10. More than 60 per cent of the mortality 
resulted from four causes as follows: Pneumonia, 22 
per cent; tuberculosis, 10 per cent; heart trouble, 15 
per cent, and Bright’s disease, 11 per cent. The rate 
of illness per hundred employees for 1911 was 10.46; 
for 1912, 10.31, and for 1913, 11.35. The accompany- 
ing diagram shows the occupational tendency toward 
disease among the various employees. The most com- 
mon diseases are influenza, rheumatism and gout, acute 
and chronic bronchitis, and ordinary diseases of the 
stomach. Those most frequently affecting trainmen 
are influenza, rheumatism. bronchitis, quinsy, tonsilitis 
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and diseases of the stomach. The welfare committee 
continued its policy of prevention during 1913 by issu- 
ing several bulletins upon hygiene, sanitation and the 
prevention of disease. 

There were fifty-three pensions in force during the 
year among all the employees of the Public Service 
Corporation, and the average amount paid upon each 
was $278.12, the total cost being $14,740.12. The min- 
imum pension rate is $240 per year. During 1913 the 
Public Service Railway paid 51.36 per cent of the cost 
of service annuities. 

There were 3070 reports of accidents to employees 
received during the year, upon 878 of which, or about 
28 per cent, some compensation was paid to the em- 
ployee or a series of payments begun. The total cost 
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DIAGRAM SHOWING OCCUPATIONAL TENDENCY 


DISEASE AMONG EMPLOYEES 


TOWARD 


of accidents, as shown by Table II, was $56,418.98 dur- 
ing 1913. This was an increase of $12,717.08 over the 
year 1912, made up as follows: Compensation paid to 
employees or their dependents, an increase of 
$8,015.27; medical service, etc., rendered to employees, 
together with funeral expenses and court costs, an in- 
crease of $3,061.12; other expenses, an increase of 
$1,640.69. Of the $32,457.48, the total compensation 
paid, $8,322.63 applied to thirty-three cases upon which 
payments continued from 1911 and 1912 into or through 
1918. Of these thirty-three cases, seven were the out- 
come of fatal accidents requiring compensation for 300 
weeks, and sixteen were cases of permanent injury re- 
sulting in payments for many weeks, the amounts in- 
volved during the year being $2,305.19 and $5,450.34, 
respectively. 


TABLE II.—Total Cost of Accidents} 

Tedical and 

Hospital 

Services, 

Funeral 

Expenses 

Compensa- and Court 

tion on Costs on 


Account of Accountof Other 


Company 


and Year Total Employees E mploy ees lxpenses 
All companies, 1913. .$56, aie, 98 $32,457.48 $15,400.26 $8,561.24 
Plectric company.... 19,057.04 11,795.87 4,480.35 2,780.82 
Gas company......:. 13:507.96 6,133.10 3,663.86 2,711.00 
Railway company.... 24,848.98 14,528.51 7,251.05 3,069.42 
Corporation ......... 5.00 .00 5090 re -00 
All companies, 1912.. 43,701.90 24,442.21 12,339.14 6,920.55 
All companies, 1911.. *9,051.94 *5,211.22 *1,546.37 *2,294.35 
Mhrae Years. «. ie. ies 109, "172. 82 62,110.91 29,285.77 LT, TTO.14 


*Six months only in 1911. 
+Includes payments begun this year and those carried over from 


former years. 


It is interesting to note that of the $47,857.74 paid 
during 1913 for accidents, $37,300.22 was paid under 
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compensation law requirements, while $10,557.52 was 
added under the corporation’s welfare plan in accord- 
ance with its general policy of caring for its employees. 
This was 28.3 per cent beyond the legal requirement. 
Similar payments made during the last three years 
amounted to 18.59 per cent. 


Rail Feeders for Tramways 


In the London Electrician for July 17 Henry M. 
Sayers contributes an article based upon that of Messrs. 
Rosa and McCullom, printed in the ELECTRIC RAILWAY 
JOURNAL for Jan. 3, 1914, page 37. Mr. Sayers argued 
for a further consideration of boosted insulated return 
feeders and by a calculation showed that they may be 
cheaper in some cases than the “regulated” feeders ad- 
vocated by Messrs. Rosa and McCullom. He stated that 
the booster plan lends itself readily to calculation and 
to the use of feeders of the most economical sizes, as 
determined by the application of Kelvin’s law. 

In applying this law to the regulated feeder Mr. 
Sayers showed that when a feeder is tapped into the 
rails at some point as indicated in the first figure and 
the rails at the station are connected to the negative 
busbar through resistance, the most economical size of 
feeder is that in which the interest charge on the cost 
of the cable equals the annual cost of energy lost in the 
feeder and in the resistance. 
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RETURN FEEDERS—-TWO-FEEDER LAYOUT 


When two feeders are connected as shown in the 
second figure the cost of copper for any drop, V, is pro- 
portional to [ U,x?,) + U,xXl,7)]~—V, where I, and I, 
are the currents in feeders 1 and 2 respectively, and I, 
and |, are the respective lengths of these feeders. The 
cost of wasted energy is proportional to V (J,+ /,+I1,), 
where J, is the current in the resistance connection. 

These two costs are equal for the minimum total cost. 
Hence 


i € EN as 


V (7, +1, I,) V, 
where A and B are numerical or 
From these equations, 
=" CX a oe 
BGU+i1,4+1,) ’ 

the most economical voltage drop for this case. In ap- 
plying the formula, values for cost of copper, annual 
charges and cost of electrical energy are assumed and 
the magnitudes of the currents are estimated from a 
diagram of the system. 

In estimating the corresponding costs of boosted 
feeders, Mr. Sayers allows for the losses in the boosters 
and for the costs of the boosters which, he states, are 


“value” constants. 
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very cheap machines. The boosted energy may cost 
per unit about 40 per cent more than unboosted energy. 
Even with these extra losses he finds that in an assumed 
case the booster plan may be cheaper than the regulated 
feeder plan if the boosted energy does not cost too much. 
The booster feeders also have certain operating advan- 
tages, namely: they can be made to automatically pro- 
vide for voltage drop with increase of load and can be 
readily adjusted to meet the requirements of varying 
traffic conditions; they make unnecessary the use of 
more copper than considerations of economy dictate; 
they keep the line voltage drop down to the rail drop, 
i.e, not more than seven volts if the Board of Trade 
regulations be met. Mr. Sayers’ general conclusion is 
that in every case where track feeders are necessary 
there is a choice of systems making it worth while to 
calculate closely the relative costs. 


Minority Report on the Crosser Bill 


The minority report on the Crosser Bill providing 
for municipal ownership of street railways in the Dis- 
trict of Columbia was filed this week. It is signed by 
Representatives Winslow, Reed, Walton, Keister, 
Prouty, Caraway and Johnson. 

Representatives Prouty and Caraway added a post- 
script to the repert in which they declared themselves 
in favor of municipal ownership “where local conditions 
make it practicable.” They consider, however, that in 
Washington “it is unfair to the inhabitants of the Dis- 
trict of Columbia to have so large an indebtedness im- 
posed upon them by the Federal government without 
their consent or expressed wish.” 

The report criticises both the principle and the de- 
tails of the bill. In speaking of the latter, it says that 
while the bill provides for the purchase of the existing 
roads by condemnation, nothing is said in the bill about 
the way in which the value of the roads is to be ob- 
tained, an omission which clearly indicates general care- 
lessness and complete lack of business acumen on the 
part of the framers of the bill. It also says that no 
data were presented to the committee as to the prob- 
able amount of the award. The District Commissioners 
are also criticised for their “blind enthusiasm in ad- 
vocating the general principles of municipal ownership” 
as well as their “gross carelessness in studying the 
structure of the bill.’ The committee believes the 
House of Representatives is entitled to more efficient 
service. 


Meeting of Public Service Association of 
Virginia 

A meeting of the Public Service Association of Vir- 
ginia, which is composed of the principal street railway, 
electric light, gas and water companies throughout the 
State, was held at the Chamberlin Hotel, Old Point, Va., 
on Aug. 4. Matters of interest to the association were 
discussed and the usual routine business disposed of. 
The officers elected for the ensuing year are as follows: 
President, J. W. Hancock, of the Roanoke Railway & 
Electric Company; first vice-president, J. F. Rison of 
the Danville Traction Company; second vice-president, 
B. B. Fergerson, of the Portsmouth Gas Company; third 
vice-president, J. N. Shannahan of the Newport News 
& Hampton Railway, Gas & Electric Company; secretary 
and treasurer, W. J. Kehl, of the Virginia Railway & 
Power Company. 


The Congress of Costa Rica has provided for the con- 
struction of a tramway between seas ger and San 
Ramon, Costa Rica. 
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COMMUNICATIONS 


The Kansas City Franchise 


KANSAS City, Mo., July 30, 1914. 
To the Editors: ‘ 

There appeared in your issue of July 18 a communi- 
cation signed by Delos F. Wilcox, containing several 
criticisms of the franchise, as adopted in Kansas City 
on July 7. 

Mr. Wilcox was engaged to come to Kansas City dur- 
ing the campaign preceding the election by the local 
newspaper opposing the franchise. He wrote several 
lengthy communications attacking the agreement, and 
these established only one fact—that he did not under- 
stand the document. This is made evident by taking up 
in detail the eight objections set out in his communica- 
tion to you. These are, in their order, as follows: 

1. The recognized value is too large. 

2. The forfeiture clause.is a joke. 

3. The extensions are inadequate. 

4. The system of dual control is without precedent 
and inefficient. 

5. The franchise violates the fundamental rules of 
law, accounting and morality, by making personal in- 
jury claims subordinate to the company’s returns. 

6. The franchise provides for the inflation of the 
capital account. 

7. The franchise holds out the false promise of mu- 
nicipal ownership. 

8. The city was not.in a position to effect a favorable 
settlement. 

Of these in detail: 

1. In regard to the valuation. There were a number 
of valuations made of the property of the Metropolitan 
Street Railway System by: different individuals. Mr. 
Wilcox was not included. 

Bion J. Arnold valued the property for the Federal 
Court on the basis adopted in the valuation of the 
Chicago traction properties and found it to be approxi- 
mately $35,026,000. Mr. Arnold also valued the prop- 
erty on a basis adopted by the Wisconsin Commission 
in the Antigo Water case and, allowing a 6 per cent 
return, found it to be on this premise, $35,044,000. He 
also made a thorough audit of the company’s records, 
which were found to be unusually complete. This es- 
tablished the fact that there had been invested in this 
system the sum of $34,200,000 in cash, on which the 
average return had been slightly over 5 per cent. 

_L. R. Ash, then city engineer of Kansas City, Mo., 
valued the property for the city, and found it to be 
worth $32,000,000. 


Mr. Moxey, a well-known government accountant, on 


behalf of the city, audited the books of the company and 
reported that the investment in the property was ap- 
proximately $37,000,000. 

The value written into the contract for the whole 
properties is $30,000,000. This is $2,000,000 less than 
the minimum value fixed by the city’s own appraiser; 
$7,000,000 less than the maximum value fixed by the 
city’s accountant, and $4,000,000 less than the minimum 
value found by Mr. Arnold on either of these prem- 
ises. These are the findings of the only men who in- 
vestigated the value of the property, and Mr. Wilcox 
must admit that he is in no position to criticise their 
findings, as he had never made even a casual inspection 
of the properties under discussion. 


Mr. Wilcox states that the $30,000,000 valuation at 


6 per cent is equivalent to a $36,000,000 valuation at 
5 per cent, as allowed in Chicago. This is untrue, and 
certainly the statement would never be made in good 
faith by anyone familiar with the provisions of the 
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Chicago and Kansas City ordinances. In Chicago, in 
addition to the 5 per cent return on the capital value, 
the company is allowed 5 per cent for financing and 10 
per cent for contractor’s profit, so that for every $100 
added in property, $115 is added to the capital account 
of the company. In the new Kansas City franchise 
nothing is allowed as contractor’s profit, nor is one 
penny allowed for the exchange of $28,700,000 of se- 
curities. In addition, in Chicago the company par- 
ticipates immediately to the extent of 45 per cent of the 
net earnings, after payment of fixed charges, whereas 
in Kansas City the participation is deferred for a 
period of seven or eight years, and then only to the 
extent of 33 1/3 per cent of the net. The company 
would have much preferred a contract similar to that 
granted in Chicago—that is, allowing it a higher val- 
uation at a lesser fixed return and immediate partici- 
pation, together with the 15 per cent allowance above 
noted. This proposal was rejected by the city, and a 
five-minute calculation will show that the basis of set- 
tlement embodied in the new ordinance is much more 
advantageous to the city than the Chicago settlement. 

Further, the cost of a loan is very closely proportional 
to the equities covered by the mortgage, a point which 
Mr. Wilcox altogether overlooked. This company could 
most assuredly borrow $30,000,000 at a lower rate had 
a valuation of $36,000,000 been placed on the property, 
than it can borrow $30,000,000, but with the $30,000,- 
000 valuation so fixed. 


2. In regard to the forfeiture clause. The forfeiture 
clause contained in the ordinance is taken from an ordi- 
nance granted to the Kansas City Terminal Company in 
1908-1909, which ordinance is referred to by Mr. Wilcox 
in his book on “Municipal Franchise” as a “most com- 
prehensive and carefully drawn document.” The for- 
feiture clause under criticism is a model. Its purpose 
and effect is not to forfeit or destroy property but to 
insure compliance with the contract. It provides that 
if the grantee violates the contract, then the city shall 
take possession and operate the property consistent with 
the contract and correct the delinquency. It is hardly 
likely that the city would make a profit during this 
time, so there is little danger of the company being 
retired on three-quarters salary. It should not be the 
purpose of a forfeiture clause to confiscate a property 
but to insure that the contract will be complied with 
at all times. 

The only honest purpose that should be had in mind 
with respect to this character of clauses is not that the 
city should make money or acquire property by virtue 
or violation of contract, but that it should be in a posi- 
tion that it may, by virtue thereof, insure that the con- 
tract will at all times be complied with on the part of 
the grantee. 

Notwithstanding the suggestion of Mr. Wilcox that 
this clause is a “joke,” it is confidently expected that it 
will be accepted as a standard in contracts hereafter 
entered into in other cities. 


3. In regard to extensions. The new contract con- 
tains the most liberal provisions covering extensions 
ever embodied in a street railway franchise. There are 
four conditions under which extensions can or will be 
built: 

First—The company is obligated to build between 20 
and 25 miles of track within three years, and thereafter 
not less than 4 miles of single track per year. ; 

Second—All additional trackage, wherever situated 
within the city limits, which, in the opinion of the 
board of control, will pay 6 per cent on the investment 
in addition to operating expenses may be built. 

Third—Any group of citizens may construct track 
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within the city limits, and when this track is connected 
with the lines of the company, the company is required 
to operate thereover and the track becomes the prop- 
erty of the city. 

Fourth—The city may, by the creation of benefit dis- 
tricts, build any number of miles of track, assessing the 
cost of same against the property within the district, 
and the company is obligated to operate cars over such 
tracks. 

The Kansas City system is now largely over-built, as 
there are more miles of track per inhabitants than in 
any other American city, with one possible exception. 
The same franchise conditions which brought about 
this excessive mileage have been embodied in the new 
contract and the three further provisions above enum- 
erated included, so that Mr. Wilcox, by stating that the 
extension clause is totally inadequate, is certainly un- 
fair and writes without regard to the facts. 


4. The system of dual control objected to may or 
may not be inefficient. It was felt that the largest part 
of the duties assigned to the board of control, which 
consists of one representative for the city and one for 
the company, were of a character upon which the rep- 
resentatives could agree, and that there would be no 
necessity for the continual expense of a third member. 
In matters which require arbitration, the selection of 
an arbitrator is not cumbersome. It is provided that 
the Kansas City Court of Appeals, consisting of judges 
who reside in this community, ride on the street cars 
and are members of the every-day social, business and 
political life of the city, shall name the third member. 
The Kansas City Court of Appeals was decided upon 
for these reasons. 

As to the other objections raised in this paragraph 
by Mr. Wilcox, a mere reading of the ordinance will 
disprove any claims set up by him. 


5. That the franchise violates the principles of ac- 
counting with respect to the provisions of personal in- 
jury claims. This is a very curious error, to say the 
least, in which Mr. Wilcox has fallen and further illus- 
trates how casually he has read the ordinance. Per- 
sonal injury claims are not subordinated to the return 
of the company on capital account. Under “disposition 
of earnings” it is provided first, that there shall be 
paid all expenses of management and operation, and 
we do not need Mr. Wilcox to tell us that personal in- 
jury claims are one item of the expense of operation, 
as this is self-evident. 

What is provided is, that all the old personal injury 
claims which have not been litigated and which oc- 
curred prior to June 3, 1911, are to be paid as a special 
operating expense. The wording of the contract is as 
follows: “All liabilities for personal injuries and dam- 
ages to property including claims due the city wp to the 
time of the adoption of this contract.” In other words, 
all the old claims, which under no rule of accounting 
could be considered operating expenses of the new com- 
pany, are to be paid as a special operating expense, and 
the company does not participate in the surplus earn- 
ings until these claims are discharged. 


6. That the capital value can be inflated. The pro- 
visions as to the addition to capital are taken verbatim 
from the Chicago ordinance and provide that before 
one dollar can be added to capital account this expendi- 
ture must be authorized by the board of control; the 
expenditure supervised by the board of control, and the 
board of control in writing to certify to the city comp- 
troller by the twentieth of each month the amount so au- 
thorized and expended during the preceding month. 
In addition, it is provided that an audit shall be made 
by independent accountants, other than those of the 
board or of the company, every six months, with re- 
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spect to all disbursements of the company. Under such q 


conditions how capital value can be inflated is beyond 
comprehension. 

The difference between the present or depreciated 
value of the property and the value written into the 
contract is to be made good by extensions and addi- 
tions out of the earnings and not added to capital ac- 
count. The 21 per cent which Mr. Wilcox discusses, of 
course, never will exist in physical property but will exist 
in the nature of a depreciation reserve or fund, which is 
a possession of the property, so that when the intangible 
value is made good out of the earnings of the company, 
as provided in the contract, the depreciated value of the 
property, together with the renewal fund and the addi- 
tions and extensions made out of earnings, but not added 
to capital account, will equal $30,000,000. 

It is further provided in the contract that the amount 
of outstanding stock and bonds shall never exceed the 
capital value of the property. Furthermore, the issu- 
ance of all securities, bonds, stock or any other form of 
securities, must be approved under the laws of this state 
by the Public Service Commission. 

Considering all the above, how is it possible to inject 
one dollar of water into the capitalization of this com- 
pany under the proposed contract? 


7. That municipal ownership is a false promise. The 
company agrees in the contract to sell out to the city 
at any time, on sixty days’ notice, at an agreed value. 
The company is limited to a 6 per cent return, and 
under such conditions how it would be possible to reduce 
fares at the expense of the company is inconceivable. 
After a certain period the city participates in the earn- 
ings, and the city may use its participation for the re- 
duction of fares, if it sees fit, or for two or three pur- 
poses enumerated in the contract. 

The meat of the objection made by Mr. Wilcox is that 
the company has given to the city a right to buy the 
plant, but it has not furnished the city the money with 
which to effect the purchase. 


8. The city was in a most advantageous position to 
effect a settlement. The company has been in a receiv- 
ership for three years, and Judge Hook stated that the 
receivership could not, in justice, be longer continued. 
The company has outstanding $28,700,000 of funded 
obligations, in addition to approximately $6,000,000 of 
stock. Of the funded obligations $22,000,000 are past 
due, and the creditors long since petitioned for a fore- 
closure under their respective mortgages, and testimony 
has been taken in regard to such foreclosures. 

The company in the new contract has agreed to a 
valuation of $30,000,000. Since the funded obligations 
aggregate $28,700,000, out of $1,300,000, therefore, the 
company must meet the expenses of three years of re- 


ceivership and the attendant foreclosures, refinance the 


above amount of obligations and provide some sort of an 
equity for almost $6,000,000 of stock. Mr. Wilcox may 
be able to figure out the “velvet” in this sort of a prop- 
osition, but neither the owners nor the managers of 
the property have yet been able to do so. 


The new Kansas City franchise, as fixed, is the result 
of negotiations extending over a two-year period. The 
city was represented by a large staff of eminent council, 
among whom was United States Senator James A. Reed. 
The company was likewise well represented. During 
the negotiations both parties submitted the contract 
provisions to prominent street railway experts and finan- 
ciers, and solicited suggestions. The draft of the ordi- 
nance, as it now stands, was open to suggestions for 
more than eight months. Hundreds of individuals have 
been listened to by the various committees formulating 
the document in the two-year interval, and in view of 
this fact it seems somewhat presumptuous on the part 
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of Mr. Wilcox, after a three or four-day review, to say 


that the contract “has not been carefully worked out in 
detail” and contains “lapses from sound judgment and 
just bargaining,” “it is vague and apparently inconsist- 
ent” and a “theoretical hodge-podge.”’ 

As to the guarantee of the company’s return, the con- 
tract very clearly states “if and when earned,” and if it 
is a crime in this country for a street railway company, 
after providing ‘‘best first-class modern service” to be 
entitled to a 6 per cent return “if and when earned,” 
then the Kansas City document perhaps is open to 
criticism. 

During the campaign which preceded the adoption of 
the contract, one of the greatest sources of annoyance to 
the company, which was trying by every legitimate way 
to educate the populace to the provisions of this ordi- 
nance, was the misleading and half-baked information 
put out by the newspaper opposing this contract under 
the guise of interviews with so-called prominent street 
railway experts. We were troubled with the usual corps 
of “soldiers of fortune.” There were several stories 
from the ex-reverend Bigelow of Cincinnati. Mr. Bar- 
croft, the gentleman who obtained notoriety in his ap- 
praisal for the “committee of fifty” in the city of Detroit 
some years ago, contributed; Peter Witt entered the 
“going’’; another gentleman, N. D. Cochrane, editor of 
a Toledo newspaper, qualified as an expert and advised 
the citizens of this community how to settle the matter; 
and last but by no means least, Mr. Wilcox appeared on 
the scene in the closing week and wrote a series of let- 
ters which certainly, even in the eyes of Mr. Wilcox’s 
friends, did him little credit, as they proved only one 
thing, as did the communication of Mr. Wilcox referred 
to in this letter, that Mr. Wilcox had very hastily read 
the new contract and certainly did not understand even 
the essentials upon which it is based. 

I trust that you may find a way to publish this letter 
in full in an early issue of your paper, in order that a 
wrong impression of the new contract may not prevail, 
and especially the idea that any advantages or “jokers” 
are contained in the proposed contract, because of the 
possible injurious effect on other cities which are seek- 
ing franchises. 

Puiuie J. KEALY, Engineer for the Receivers. 


Boosters and Regulated Feeders in 
Electrolysis Mitigation 


DEPARTMENT OF COMMERCE, BUREAU OF STANDARDS 
WASHINGTON, D. C., Aug. 4, 1914. 
To the Editors: 

In an article in the London Electrician for July 17, 
page 607, Henry M. Sayers* gives a comparison of the 
results obtained with boosters and with insulated nega- 
tive feeders, as described in the article in the ELECTRIC 
RAILWAY JOURNAL of Jan. 3, 1914, page 39. The author 


~ remarks that this article does not explicitly state that 


the negative busbar is insulated. It was taken to be 
perfectly obvious that the use of insulated negative 
feeders, which are all connected to the track at one end 
and to the busbar at the other, requires that the busbar 
be not grounded directly. Indeed, in a second article 
(ELECTRIC RAILWAY JOURNAL, Jan. 17, 1914, page 116) 
the fact that in some of the tests the busbar was 
grounded, in order to permit a comparison of results 
obtained with grounded and ungrounded buses, was 
expressly stated. The resistance taps which are placed 
between the rail and the busbar for the purpose of main- 
taining the necessary difference of potential between 


- them would, of course, be ineffective if the busbar were 


grounded directly. Mr. Sayers assumed that the use of 


*An abstract of Mr. Sayers’ article is published on page 254 of 
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a potential drop of 1 volt per thousand feet on the aver- 
age for twenty-four hours was advocated. This, how- 
ever, is a mistake. Such a figure was taken merely for 
illustration, as the first article discussed principles and 
not numerical details. In the second article the state- 
ment was made that 1 volt per 1000 ft. at peak load had 
been used as the basis of calculation, which would be, 
perhaps, 0.4 volt per 1000 ft. reduced to a twenty-four- 
hour average. A uniform drop is not advocated in all 
cases, however, as conditions are so different that what 
1s a sufficiently small drop at one place may not be such 
in another. 

Mr. Sayers assumes in his calculation that the drop 
in potential is equal on all the feeders. This is an ideal 
condition which we have never yet attempted to reach in 
practice. For the sake of economy we have always allowed 
some slope of potential on the tracks toward the sub- 
station in order to utilize the conductance of the track 
as much as possible, keeping below the permissible .po- 
tential gradient. There has been, therefore, a smaller 
drop of potential in the short feeders and the resistance 
taps closest to the station than in the longer feeders. 

In reference to the advantage of negative boosters 
Over insulated feeders with resistances, in that the 
boosters provide automatic voltage regulation due to 
their series winding, the author’ seems to have over- 
looked the fact that the resistances give the same regu- 
lation since the drop across them is proportional to the 
load on the feeder with which they are connected. By 
selecting a resistance material with the proper tem- 
perature coefficient the action of a compound-wound 
generator can be approximated, the only difference be- 
ing that there will be a slight lag in the regulation of 
the resistance due to the time required for changes in 
temperature. Provision can be made for hand adjust- 
ment of the voltage drop as easily as in the case of the 
generator. Such adjustments will not usually be neces- 
sary, except in the case of a permanent change in the 
relative traffic distribution or of a large increase in the 
station load. 

As to the possibility of designing feeders with refer- 
ence to maximum economy, it has always been our cus- 
tom to design the negative feeder system in such a way 
as to make the cost of energy lost in feeders and resist- 
ances approximately equal the annual charge on the en- 
tire negative feeder system, and to make the sum of the 
two charges as low as the limit of over-all potentials 
and gradients will permit. We also carefully estimate 
the cost of producing the same results by other meth- 
ods including the use of boosters. 

In our calculations of the relative cost of using 
boosters and insulated feeders without boosters, we have 
never found a case where the saving in power by the use 
of boosters was sufficient to justify the extra invest- 
ment, the space occupied by the machines and the care 
of the machines. As we have pointed out, inverted 
boosters might be used to advantage in some cases for 
recovering some of the energy otherwise expended in 
the short feeders and resistance taps, but although in- 
verted booster are possibilities and in some cases their 
use may prove advantageous, we have not as yet found 
a case where we could recommend their installation. 
There must be cases, however, where ordinary boosters, 
and other cases where inverted boosters, would be en- 
tirely practicable. 

As to Mr. Sayers’ remark that using boosters obviates 
the necessity of raising the voltage on the main genera- 
tors, this is something that we have not overlooked but 
we consider it better to get the extra voltage needed by 
means of the main generators rather than by the boost- 
ers, inasmuch as the former are more efficient and it is 
simpler to produce the needed voltage in this way. 

We thoroughly agree with Mr. Sayers’ concluding re- 
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mark that in every case it is worth while to calculate the 
expense of installation and operation by different meth- 
ods before proceeding with the work. It is not our in- 
tention to advocate any particular system of electrolysis 
mitigation, but to use and recommend the methods that 
give the best results for each particular case. 

E. B. Rosa, Chief Physicist. 


Control for Highway Crossing Signals 


NACHOD SIGNAL COMPANY 
NEw York, Aug. 3, 1914. 
To the Editors: 

Your interesting editorial on highway crossing sig- 
nals in the issue of July 11 does not, to my mind, con- 
vey the fact that the ideal control given by the continu- 
ous track circuit is attained by intermittent contact de- 
vices only when the control is car-counting and direc- 
tional at the same time. For a single track crossing 
having three contactor locations this combination is 
rather difficult, but has been worked out. 

CARL P. NACHOD. 


Maintenance Costs of Car Equipment 


L. B. STILLWELL, CONSULTING ENGINEER, 
NEW YorRK, Aug. 6, 1914. 
To the Editors: 

The editorial in your issue of July 25, in reference 
to the comparative maintenance costs of car equipment 
on the New York, Westchester & Boston Railway and 
the Hudson & Manhattan Railroad, has been read with 
interest, as it calls attention to the operating results 
which can be attained with either a. c. or d. c. equip- 
ment when the three essential elements of apparatus, 
facilities and organization are selected, developed and 
associated in a harmonious manner, to meet the specific 
conditions of operation of a transportation system. 

It is obvious that if the motive power apparatus is 
inadequate or of faulty design; if the shop facilities are 
insufficient or unadapted to the purpose, or if the per- 
sonnel of the shop organization is untrained or in- 
capable of developing full efficiency due to specific 
causes, the results will be reflected in the cost of oper- 
ation and in the reliability of service. 

Every item of car equipment on the Westchester and 
on the Hudson & Manhattan cars was selected or de- 
veloped to meet its special duty, every feature of shop 
construction and equipment was selected and arranged 
to best promote its usefulness. That the organization, 
in both cases, is in efficient hands is obvious from the 
results secured. 

It would seem that the results attained in the oper- 
ation of both of these roads are such as should go far 
to convince even the most skeptical that both d. c. and 
a. c. motive power apparatus is now developed to a 
point where the cost of inspecting and maintaining the 
rolling stock and its equipment is a comparatively small 
factor in making up the aggregate costs of operation. 
Moreover, the development of both types of apparatus 
is progressing steadily, through the co-operation of 
various. manufacturers, operating men and engineers, 
and further, although minor, economies in operating 
costs and gain in reliability of operation will result. 
Of the contrasted systems, the a. c. is the newer, and it 
is to be expected, therefore, that additional equipment 
for the Westchester road will show still further im- 
provement in operating characteristics, and as the over- 
head charges now carried by thirty cars will not be ma- 
terially increased, the cost of maintenance per car mile 
with the Westchester a. c. equipment, on the basis of 
100 cars, should be well under 2 cents. 

In comparing the two systems it should be noted that 
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the ratio of horse-power of motors per ton of rolling a 
stock is much greater in the case of the Hudson & Man- 
hattan than in that of the Westchester. In other words, 
the a. c. equipment of the latter performs much heavier 
duty than does the d. c. equipment of the former. 

The excellent results attained in both cases are due 
in no small measure to the intelligence and vigilant 
skill of the respective operating organizations. 

: L. B. STILLWELL, 
By F. M. BRINCKERHOFF. 


Production of Steel Ingots and Castings 


The bureau of the American Iron & Steel Institute 
has issued Statistical Bulletin No. 5, which contains 
figures relative to the production of all kinds of steel 
ingots and castings in the United States, which in 1913 
amounted to 31,300,874 tons, against 31,251,303 tons in 
1912. While the production in 1913 was the largest in 
the country’s history, it was only 49,571 tons greater 
than the output in 1912. Of the total production in 
1913, 30,280,130 tons were ingots and 1,020,744 tons 
were castings, against 30,284,682 tons of ingots and 
966,621 tons of castings in 1912. 

In 1913 there were 304 works in thirty states, the 
District of Columbia and the Canal Zone, Panama, 
which made steel ingots or castings, as compared with 
306 works in thirty-one states, the District of Columbia 
and the Canal Zone, Panama, in 1912. 

The following table gives the production of all kinds 
of steel ingots and castings by processes since 1904, in 
gross tons. 


Years—Ingots Electric Total 
and castings Open- and all ingots and 
—Gross tons Bessemer hearth Crucible other castings 

1910 4S ee leas 7,859,140 5,908,166 83,391 ey) 13,859,887 

1905? eee 10,941,375 8,971,876 102,233 8,963 .20,023,947 

1906) Cee eee 12,275,83 10,980,413 127,513 14,380 23,398,136 

LOOT teens 11,667,549 11,549,786 131,234 14,075 (23,362,594 

19.080 a2 aoe 6,116,755 7,836,729 63,631 6,132 14,023,247 

19:09) en Nee oe 9,330,783 14,493,936 107,855 22,947 23,955,021 

1:95.05 poe eee 9,412,772 16,504,509 122,303 55,335 26,094,919 

LOTT eee 7,947,854 15,598,650 97,653 31,949 23,676,106 

LOD2a08 seer eee 10,327,901 20,780,723 121,517 21,162- 31,251,308 

AOL 3 ere re etans 9,545,706 21,599,931 121,226 34,011 31,300,874 


Bulletin No. 6 shows that the production of iron and 
steel plates and sheets in 1913, excluding nail plate and 
skelp, but including black plates, or sheets, for tinning, 
amounted to 5,751,037 tons, against 5,875,080 tons in 
1912, a decrease of 124,043 tons, or more than 2.1 per 
cent. 


Joint Committee on Stresses in Railroad 
Tracks 


The American Railway Engineering Association and 
the American Society of Civil Engineers have appointed 
a joint committee of about eighteen members, including 
a number of very prominent railway officials, to inves- 
tigate the problem of stresses in rails, ties and ballast. 
A large sum of money has been set apart for the initial 
tests. Professor A. N. Talbot, of the University of 
Illinois, is chairman of the committee, and the testing 
work will be done in the laboratory of applied mechan- 
ics in that institution. Professor H. F. Moore is acting 
as engineer of tests and Professor H. R. Thomas will 
assist as a testing expert. Preliminary designs have 
been prepared and the trying out of special apparatus 
for testing is now in progress in the laboratory at 
Urbana. 

Professor Talbot states that it is planned first to make 
tests of the track under static load and that, as soon 
as the proper instruments can be developed, tests will 
be made with locomotives at various speeds. The joint 
committee plans to hold a meeting in the near future 
and definite plans of testing will then be outlined. 
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American Association News 


Below Are Given a Preliminary Announcement of the Program of the Atlantic City Convention—Brief Minutes of 
Standards Committee Meeting—Notes on Committee Activities—Additional Details 
Regarding the Award of the Brady Medal 


PROGRAM OF AMERICAN ASSOCIATION 


. Secretary Burritt, of the American Electric Railway 
Association, has just made public a list of the topics 
which will be considered at the meeting in Atlantic 
City next October. These topics, with a short explan- 
ation of each as prepared by Mr. Burritt, follow: 

1. Mooted Principles in Valuation. The importance 
of valuation of the property of electric railway utili- 
ties is growing, and there appears to be an attempt on 
the part of at least one of the national engineering 
societies to formulate definite economic principles. to 
serve as a guide for engineers in the valuation of such 
properties. An extended discussion of the various 
theories, so far developed for the purpose of measuring 
the value of public utility properties, should prove 
desirable. 

2. The Organization and Functions of a Valuation 
Staff. This discussion will deal with the organization 
and functions of a staff for the valuation of the prop- 
erty of a public utility, and will indicate the relations 
that should properly exist between the legal, engineer- 
ing and accounting departments. 

3. Electric Securities from the Standpoint of the 
Corporation. At the last two annual conventions there 
have been presented papers on electric railway securi- 
ties. Mr. Harris’ paper at the last convention on “Elec- 
tric Railway Securities from the Investor’s Viewpoint,” 
treated the subject almost exclusively from the stand- 
point of the investor. There are many other things 
related to electric railway securities that have not been 
covered by the papers heretofore presented which it 
is important for the public, the investors and the cor- 
porations to know. 

4. The Milwaukee Zone System in Practice. There 
has recently been installed in operation a zone system 
of fares outside the single-fare limits in Milwaukee, 
and the other communities served by the lines of the 
Milwaukee Electric Railway & Light Company and Mil- 
waukee Light, Heat & Traction Company, which has 
for its basis a fare unit of 2 cents, associated with a 
distance unit of 1 mile. The operation of this system 
of fares is being watched by a number of electric rail- 
way people with interest. 

5. Aspects of Workmen’s Compensation Acts. The 
increase in the number of States providing for a defi- 
nite compensation for workingmen injured while en- 
gaged in their employment makes this subject of more 
than passing interest to the employers of labor. Ex- 
perience in the operation of such laws in this country 
and abroad may indicate directions in which modifi- 
cations are desirable, and in which legislation of this 
nature should properly tend. 

The secretary also says that the committee on public 
relations will present a “Platform of Principles,” and 
that the committee on the joint use of poles will present 
a form of agreement and specifications. 


CONVENTION RAILROAD RATES 


The several passenger associations have announced ~ 


their respective provisions in regard to rates to and 
from Atlantic City, as follows: 

Trunk Line Association (New York, New Jersey, 
Pennsylvania, Delaware, Maryland, District of Colum- 


bia, northern part of Virginia and West Virginia) ; two 
cents a mile with minimum of $1 for a round trip, going 
and returning by same route only; tickets to be sold and 
good going Oct. 10 to 12 and returning to starting 
point by Oct. 20. 

Central Passenger Association (West of Buffalo, 
Pittsburgh, Wheeling, Parkersburgh and Huntington, 
W. Va., to and including Chicago, St. Louis, north of 
the Ohio River, including Cincinnati, Louisville, and 
Cairo, Ill.) ; two cents per mile, same date limits as 
above. 

New England Passenger Association (East of New 
York Central & Hudson River Railroad and a line 
drawn from Albany north through the Hudson River 
and Lake Champlain, but not including Rouse’s Point, 
N. Y.); two cents per mile, going and returning by 
Same route only and over which one-way tickets are 
regularly sold. Reductions apply only from principal 
stations where tariffs are on file and through tickets 
are in stock. Forty-eight hours notice will be required 
at other stations. Date limits same as above and re- 
ductions will not apply on Bangor & Aroostook Rail- 
road. 

Transcontinental Passenger Association (Pacific 
Coast and other Western territory not otherwise cov- 
ered) ; no special rates have been made but the regu- 
lar excursion tickets can be secured at a rate of fare 
of about two cents per mile. 


NEW MEMBERS, A. E. R. A. 


The Kansas City, Kaw Valley & Western Railway 
Company, Bonner Springs, Kas., has enrolled as a com- 
pany member. During the past month fifteen indi- 
viduals also have joined the association. 


MEETING OF THE STANDARDS COMMITTEE. 


A meeting of the standards committee of the Ameri- 
ean Electric Railway Engineering Association was held 
in New York August 6 and 7. The meeting was an ex- 
ceptionally important one owing to the fact that it was 
the last to be held before the convention of the asso- 
ciation in October, and a large number of recommenda- 
tions from the various standing committees were taken 
under consideration. 

At the meeting were present: H. H. Adams, superin- 
tendent shops and equipment, Chicago Surface Lines, 
chairman; Martin Schreiber, engineer, maintenance of 
way, Public Service Railway of New Jersey, vice-chair- 
man; F. R. Phillips, superintendent equipment, Pitts- 
burgh Railways; G. W. Palmer, Jr., electrical engineer, 
Bay State Street Railway; E. R. Hill, consulting engi- 
neer, Pennsylvania Railroad; W. H. Roberts, superin- 
tendent motive power, Northern Ohio Traction & Light 
Company; F. B. H. Paine, consulting engineer, New 
York, and E. B. Katté, chief engineer electric traction, 
New York Central Railroad. 

R. C. Cram, assistant engineer of way and structures, 
Brooklyn Rapid Transit Company, was also present as 
the representative of the committee on way matters, in 
place of C. S. Kimball of the Washington Railway & 
Electric Company. E. B. Burritt, secretary American 
Electric Railway Association, also attended the meet- 
ing, and J. H. Hanna, chief engineer Capital Traction 
Company, president of the American Electric Railway 
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Engineering Asseciation, and B. F. Wood, chief engi- 
neer United Gas & Electric Corporation, New York, 
were present on Friday. 

During the two-day session there were considered 
nine recommendations of the committee on equipment, 
~eight recommendations of the power distribution com- 
mittee, five recommendations of the committee on way 
matters, and one of the committee on heavy electric 
traction. 


ANTHONY N. BRADY MEDAL COMMITTEE 


APPOINTED 


The committee on award of the Anthony N. Brady 
medal has been appointed. The conditions under which 
this medal is to be presented to the electric railway 
company making the best record for safety and safety 
appliances were published on page 1037 of the issue of 
this paper for May 9. The medal has been given by 
the family of the late Anthony N. Brady and will be 
awarded by the American Museum of Safety, New 
York, upon the recommendation of a committee ap- 
pointed by the American Electric Railway Association. 

The committee on award now appointed consists of: 
B. J. Arnold, chairman, Board of Supervising Engi- 
neers, Chicago, Ill.; James H. McGraw, president, 
ELECTRIC RAILWAY JOURNAL, New York; Will J. French, 
commissioner, Industrial Accident Commission, San 
Francisco, Cal.; Prof. Geo. F. Swain, chairman, Transit 
Commission, Boston, Mass.; Frank J. Sprague, con- 
sulting engineer, New York. . 

Under the conditions of competition the railway com- 
panies who desire to compete for the medal must file 
a report showing the extent to which they have con- 
served the safety and health of the public and their 
employees during the twelve months ending June 30, 
1914, These reports are to be ona special form, sup- 
plied by the American Museum of Safety, New York, 
and drawn up by a committee of the American Elec- 
tric Railway Association composed of Arthur W. Brady, 
C. S. Sergeant and Frank Hedley. Blanks of this kind 
were mailed to all operating electric railway companies 
under date of June 15, and the returns must be filed 
by, Aug. 31, 1914) 

‘The American Museum of Safety reports that it 
has already received communications from a number 
of the principal electric railway companies indicating 
great interest in the competition. It has also com- 
plied with a number of requests for additional copies 
of the forms where these have been desired, presum- 
ably to enable a large company to send copies to the 
heads of the different departments so that the data 
could more easily be compiled. As yet few returns 
have been received, and the Museum wishes to call 
attention to the fact that all reports of this kind must 
be received by the end of this month. 


MANUFACTURERS’ ASSOCIATION. 


The American Electric Railway Manufacturers’ As- 
sociation has sent out a circular letter inviting advance 
registration for hotel accommodations for the conven- 
tion of the American Electric Railway Association, 
which is to be held in San Francisco from Oct. 4 to 8, 
1915. While the hotel rates are not given, the state- 
ment is made that the committee of the association and 
the local committee in San Francisco have done every- 
thing possible to secure the best rates and arrange for 
location of rooms, all of which will be guaranteed. 
Reservations are to be made in the Palace, the San 
Francisco or the Fairmont Hotel. No definite assign- 
ments are to be made now, but applicants who return 
the forms properly filled in before Aug. 20 will be as- 
sured of accommodations. 
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During the past week six new members have been 
secured for the association, as follows: the Standard 
Corporation, Philadelphia, Pa.; the Imperial Car Cleaner 
Company, Newark, N. J.; the Wyoming Shovel Works, 
Wyoming, Pa.; the Blake Car-Step Company, Charlotte, 
N. C.; the Johnson Fare Box Company, Chicago, IIl., 
and the Morgan Crucible Company, Ltd., New York, 
N. Y. Secretary McConnaughy is literally bombarding 
the members with circular letters dealing with details 
of the exhibits and entertainments planned. He calls 
attention to the closing of the Hotel Traymore, which is 
now being remodeled, and suggests that those who have 
been in the habit of going there can secure similar ac- 
commodations at the Strand Hotel, where a chair sta- 
tion will be located for the convenience of the attend- 
ants at the convention. Other letters explain the ar- 
rangements for furnishing flowers, plants, etc., and 
oriental rugs. 


Results of Public Utility Regulation in 
California 


The question “Does regulation hurt business?” was 
discussed by John M. Eshleman, president of the Cali- 
fornia State Railroad Commission, before the Chamber 
of Commerce of San Francisco on July 31. Figures 
were quoted to show that there had been a greater de- 
velopment of public utility enterprises since the com- 
mission had received jurisdiction over stock and bond 
issues (March 238, 1912) than during any other period 
of equal length in the history of the State. 

Up to June 30,-1914, the commission has authorized 
the issue of $284,000,000 in securities, Mr. Eshleman 
said, and had denied or dismissed applications for $32,- 
000,000, and is now considering applications for issues 
totaling $82,000,000. For the steam railroads of the 
State in that period there has been authorized $126,- 
000,000 of securities; for electric railways, $41,000,000; 
for gas and electric companies, $80,000,000. A total of 
more than 700 miles of railway has been undertaken and 
carried forward under the regulation of the California 
commission. This is only a part of the actual develop- 
ment, he said, as the sums for new equipment will ap- 
proximate $15,000,000. Gas and electric companies are 
spending $80,000,000 for prejects under regulation. 

Mr. Eshleman said that the California commission 
had adopted the principle of protecting a public utility 
in its field of operation so long as that utility properly 
performed its duties to the public. Nearly all the men 
in control of public utilities regard regulation as help- 
ful, he pointed out, as an aid in financing new utility 
projects or the extension of those already established. 

On the other hand, rates shown to be discriminatory 
or unjust have been adjusted to the great benefit of the 
patrons. Instances cited were cheaper freight rates 
and reduced long distance telephone tolls. The former 
in some cases were so abnormal as to contribute a posi- 
tive barrier to business enterprise. Wells, Fargo & 
Company, for instance, had been reaping annually in 
California a profit of 136 per cent in the express busi- 
ness. Mr. Eshleman said that if it was hurting busi- 
ness to reduce that profit to a 10 per cent rate, then this 
was a business that ought to be hurt. 

A public utility is monopolistic in its nature as it 
deals directly with the individual. Alone, the indi- 
vidual is powerless. Simple justice requires that the 
State provide a tribunal to control the relations between 
the public utility and the individual patrons. It was 
pointed out that jurisdiction over public utilities should 
embrace the regulation of rates, service and finances, 
and that the question is no longer “‘Does regulation hurt 
business?” but has now become “shall it be regulation 
er shall it be public ownership?” 
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Equipment and Its Maintenance 


Short Descriptions of Labor, Mechanical and Electrical 


Practices in Every Department of Electric Railroading 


(Contributions from the Men in the Field Are Solicited and Will be Paid for at Special Rates.) 


New Haven Railroad Construction Notes— 
Lengthening Catenary Poles 


BY R. M. M. BURTNETT, FORMERLY INSPECTOR NEW HAVEN 
RAILROAD ELECTRIFICATION 


At one of the sidings installed during the electrifica- 
tion of the New Haven Railroad it was necessary to 
use a longer pole than we had on hand. To do this we 
made a concrete base of 1:3:5 mixture. The base was 
made in oblong form about 2 ft. x 2 ft. x 6 ft. high, 
fitted with four pieces of 2%-in. x %-in. strap iron 
which extended about 4 ft. above the base and about 5 
ft. into the concrete. At the top this form was rein- 


COMPLETE POLE IN CONCRETE BASE 


forced by an 18-in. diameter ring of 2-in. x 14-in. strap 
iron. The vertical pieces of strap iron had holes in 
the ends above the top of the base spaced about 12 in. 
apart for °4-in. bolts 13 in. long. These bolts were so 
set in the form that the holes would come opposite each 
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SETTING THE POLE IN CONCRETE BASE 


other in pairs but the pairs themselves were in stag- 
gered relation. The pole holes were dug, the forms put 
directly into the hole and then the concrete was poured 
in. After the forms had hardened the pole to be set 
was raised with a gin-pole and lowered into the iron 
form. However, to facilitate drainage the pole was 


raised and kept 11% in. above the foundation by insert- 
ing a block under it. Then the pole was bored to cor- 
respond to the holes in the iron strap and 34-in. bolts 
were inserted through the holes to hold the pole firmly 
in place. These poles were installed late in 1913 and, 
so far as I know, have stood up satisfactorily. One of 
these poles during and after its erection is shown in two 
accompanying views. 


Equipment Defects—Fuses, Fuse Blocks 
and Fuse Boxes—II 
BY C. W. SQUIER, E.E. 


In deciding on the proper size fuse for any particu- 
lar service, the overload time element should be con- 
sidered in connection with the smallest current that 
would prove dangerous to the equipment. Where these 
are to be used in the main motor circuit of cars, and 
consequently where fuses of large capacity are re- 
quired, it is better to make tests of the fuses rather 
than try to choose one from the rating given by the 
National Electrical Code, because this standard rating 
allows a greater variation in the time fuses will blow 
cold than is desirable or will be found with most 
standard fuses. The accelerating current for the mo- 
tors of railway equipments is much higher than the 
full load rating of the motors. Hence in selecting 
proper fuses for traction motor service it is neces- 
sary to use those large enough not to blow under maxi- 
mum service conditions and still small enough to pro- 
vide ample protection against dangerous overloads. 
Thus on a particular class of cars it was found that 
the equipment would stand overloads of 450 amp for 
from six to eight minutes. The main wiring, however, 
was No. 3 rubber insulated wire, and when a current 
of 450 amp was passed through a piece of this it was 
found that after four minutes the insulation on the 
wire started to melt, at the end of nine minutes the 
insulation started to burn, and then as the solder began 
to run out of the terminals it was necessary to shut 
off the current. Tests were then made on several sizes 
of fuses by blowing them cold with 450 amp contin- 
uously. It was found that the 300-amp fuses blew in 
from three minutes forty-nine seconds to four minutes 
and five seconds. It is evident from this that these 
particular 300-amp fuses could be used on this equip- 
ment, while we could not think of using a 300-amp fuse 
from the National Electrical Code standard rating, 
which allows a maximum of twelve minutes to blow 
with 450 amp. . 

In order to determine if fuses of smaller capacity 
than 300 amp could not be used temperature tests were 
made under conditions approximating actual service. 
This test service consisted of placing 200 amp through 
the fuses for thirty seconds and then shutting the cur- 
rent off for thirty seconds, when it was again turned 
on, etc. These tests showed that 250-amp fuses would 
perform the service satisfactorily if the fuse block 
terminals were kept in good condition with firm con- 
tact pressure, but with terminals and clips as found 
in service in most cases 250-amp fuses would be 
blown due to the excessive heating. 

As an example of the high temperatures that may be 
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caused by poor contact pressure on the fuse terminals, 
examine the temperature curves for a 150-amp fuse. 
The test was made with a fuse and fuse block just 
as it was removed from a car, and these, as far as 
external inspection would show, were in good condi- 
tion. This test was made by placing 120 amp through 
the fuse for thirty seconds and then turning the cur- 
rent off for thirty seconds, etc. A temperature rise of 
128 deg. Fahr. above the surrounding air was obtained 
at the right-hand terminal, while the left-hand ter- 
minal and center of the fuse showed but 41 deg. rise. 
A second test was made on this fuse with a new fuse 
block with the results also reproduced. The maximum 
rise of all parts of the fuse in this latter case was but 
30 deg. Fahr., and this temperature became constant 
after being in service 314 hours. 

Some curves in the first part of this article 
show the effect of the temperature of fuses on the 
time taken for them to blow, so it can readily be seen 
how important it is to maintain proper contact at the 
terminals in order to keep fuses from blowing under 
normal operating conditions. Excessive heating may 
also be caused by poor contact in the construction of 
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the fuses themselves, as between the caps and termi- 
nals, if they are not properly soldered or at the joints 
of the fusible material and its terminals. The speci- 
fications of the National Electrical Code have provided 
against such faulty construction by calling for the 
attachment of the fusible element to its terminals by a 
thoroughly good connection, such as to make it difficult 
for the element to be replaced when melted. 

The warping of the fiber cartridge also causes poor 
contact at the terminals, and its shrinking causes loose 
ferrules or caps. Such fuses are dangerous to operate 
because the arc escapes through the opening and is 
liable to cause a short-circuit. 

Vent holes, which are closed by screens, are pro- 
vided in the ends of the caps. These vent screens should 
be of a material which will not absorb moisture readily 
and which must also be strong as they must with- 
stand much pressure when the fuse opens. The blow- 
ing out of the flame through the vent holes is another 
source of trouble and danger. 

Some manufacturers provide their fuses with tell- 
tales or indicators to show when the fuse is blown. 
These are a great convenience and aid in locating a 
blown fuse quickly, thus preventing many annoying 
delays in service. Indicators are not required by the 
insurance interests but are purely the result of trade 
demand. The most common form of indicator consists 
of a piece of very fine wire connected to the fuse term- 
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inals in parallel with the fusible element. At the cen- |! 
ter of the tube this wire is looped through to the out- 
side and covered with a small spot of flash powder. 
When the fuse blows current passes through this fine 
wire and its heating causes the flash powder to explode. 
On low-voltage fuses trouble has been experienced by 
the failure of these telltales to blow when the fuse 
opens because the resistance of the fine wire is so 
high that the low voltage cannot force enough current 
through it to heat up the wire sufficiently. As the cir- 
cuit still remains closed through this high resistance, 
however, false operation of the equipment is obtained. 


REFILLING FUSES 


Three or four manufacturers have developed lines of 
fuses so constructed that the fusible element can be 
easily and cheaply renewed by the user. This would 
be an advantage if we could be assured that the re- 
liability which we have been led to expect of all fuses 
is not lessened and the fire hazard to the electrical 
equipment thus increased. Inclosed fuses require great 
care in their construction to make them operate satis- 
factorily and uniformly. Any type of fuse which pro- 
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APPLICATION OF NEW FUSE BLOCK 


vides for their reloading by a class of labor unskilled 
in fuse construction will not prove reliable. For this 
reason inclosed fuses should be returned to the factory 
for refilling, and the manufacturers should be allowed 
to replace any parts with new material, so that when 
a fuse is returned after being refilled it can be de- 
pended upon to give as good service as a new one. 


RIBBON FUSES 


For large railway equipments a fuse consisting of a 
copper ribbon with a hole at the center, or a bare cop- 
per wire is used. When copper ribbon is used it is 
clamped at the ends by wedge-shaped blocks, which 
draw into place with hand screws and exert a great 
pressure at the contact surface. The fuse and termi- 
nals are mounted in an insulated box having a mag- 
netic blow-out to aid in extinguishing the arc when 
the fuse blows. Where such fuses are used as contact 
shoe fuses they are usually mounted on the shoe beam, 
and the principal troubles are the result of the exces- 
sive vibration to which they are subjected. Copper 
ribbon fuses break at the center and at the edge of 
their support. Small insulated projections on either 
side of the fuse to give it support have greatly reduced 
the number of broken fuses. A spring-supported fuse- 
box will also remedy much of the breakage. The at- 
tachment of the fusebox covers has also proved a seri- 
ous problem. Where hinges are used they are likely to 
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shake loose and even thumb screws work loose and 
drop off. A through bolt provides the most satisfac- 
tory fastening, but it has the disadvantage of requir- 
ae a long time to remove when necessary to replace 
a fuse. 


The Practical Side of Vacuum Car 
Cleaning—Tools 
BY S. L. GUTHORN, E.E. 


-For the adequate cleaning by vacuum of cars equipped 
with cross-seats, the mere general requirements of vacu- 
um cleaning are insufficient. Certain additional condi- 
tions are necessary. These relate to the renovator or 
tool equipment. Unless this is good, the system is a 
failure even though the remainder be perfect. The suffi- 
cient and necessary special tools are here discussed. 


THE BARE FLOOR RENOVATOR 


Correct and necessary manipulation for car floor 
cleaning is not possible within the space available. Most 
of the dirt occurs beneath the seats, and this part of the 
car is the most difficult surface a vacuum tool is called 
upon to sweep. To sweep such a car floor properly the 
tool must have the following characteristics: 

a. It must be able to assume the best possible, and 
all necessary, positions on the floor beneath the seats, in- 
dependent of any obstruction due to the legs. 

b. It must be capable of removing and passing all 
such bits of paper, cigar butts, etc., which the bore 
selected will transmit without plugging. 

c. It must not push surface dust in advance of it. 

Of these requirements, the first is difficult to obtain 
and needs a construction which permits the following: 

1. With the tool on the floor, the handle must be able 
to assume any and all angles necessary to work beneath 
a seat, these angles being taken in any vertical plane. 

2. The control of the tool must be such that the op- 
erator may rotate it on the floor at will by means of the 
handle and yet not disturb its correct position, thus ob- 
taining any angle in a horizontal plane. 

3. Conditions 1 and 2 must be capable of occurring 
simultaneously. . 

4. The length of the tool must not exceed the dis- 
tance between adjacent seat supports. 

The basis of such a tool is a modified ball and socket 
joint. The joint A of Fig. 1 fulfils condition 1. The 
studs B B, which are integral with the socket and con- 
nected to the ball through the grooves, C, fulfil condi- 


‘tion 2 and permit condition 3. The length into the clear 


is fixed by condition 4 but should not exceed 10 in. 
Condition b calls for a long central “gobble up” orifice, 
D, which by its conical shape accelerates the material 
swept and crumples pieces of paper, cigar butts, etc. 
Condition c¢ calls for dust ducts, H, in the front and 
back of the tool, instead of at the ends only. These 
ducts, inclining toward the center orifice, direct the ma- 


_ terial swept toward the same and effectively prevent the 


pushing of surface dirt. 

The tool when operated with a 3-ft. handle and a 
handle valve allows a free and unrestricted universal 
movement which enables the operator to rotate the tool 
on the floor and around the seat legs, as required, while 
the handle is at any angle which the conditions may im- 
pose. Thus he directs the front or end dust ducts, name- 
ly, the air inrush, as the sweeping requires, without 
fatigue and independent of the obstructions caused by 
their upper parts. The felts are of 14-in. stock. 


THE Mop 


If the exhauster equipment is of a type which will 
handle water as well as air, the use of a pneumatic mop 
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is advantageous. The mop will remove scrub water 
from a car floor and discharge the same direct to the 
soil line. A successful mop must possess the following 
characteristics: (a) it must remove and not soak up 
the water; (b) it must dry the mopped surface; (c) it 
must not streak the floor; (d) its speed must warrant 
its adoption; (e) it must be operative on both forward 
and return strokes, and (f) it should be operative be- 
neath the seats. 

Of these requirements a solution fulfilling conditions 
a-e inclusive is shown in Fig. 4, while one fulfilling all 
conditions is shown in Fig. 5. In both eases the con- 
struction accomplishes the following: the orifice, and 
no other point of mop, must be the part at which the 
tool meets the wetted surface; the moving of the tool 
over the surface must automatically raise the crest of 
the water sufficiently to tend to seal the orifice, decreas- 
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FIGS. 1 TO 8—BARE FLOOR RENOVATOR 


ing the effective orifice area and thus increasing the 
air velocity so that the water is carried through the 
tool to the hose in the form of a water spout. 

In use the tool, shown in Fig. 4, requires the lower- 
ing of the handle on the forward stroke and the lower- 
ing on the return, and therefore it will not work well 
beneath seats. The tool shown in Fig. 5 permits the 
handle to be held in any working position. The move- 
ment of the mop proper is accomplished by operating 
the slide c, it being pushed for the forward stroke and 
pulled for the return. 

The use of a plain squeegee mop with a plain rubber 
edge to push the water “into a pile” to be removed with 
mop, has worked well. 


SUMMARY OF GENERAL REQUIREMENTS 


In addition to the foregoing specific requirements, 
the purchaser should insist upon certain general ones 
which apply to any vacuum cleaner tool. These are: 
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1. The selection and distribution of materials for 
strength, weight and life, being brass or iron if any 
moving parts. 

2. Dead smooth-cored parts, insuring smooth and un- 
obstructed air passages. 

8. Large radii of curvature of the tool passages. 

4, Proper distribution of areas through the tool to 
insure uniform acceleration. 

5. Interchangeability of parts. 

6. Connection between tool and handle. 

7. Appearance and finish. 
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FIG. 6—DOUBLE SPLIT RING 


Of these, requirement 6 is worthy of further refer- 
ence. Of the forms in use the double split-ring type is 
commendable. This device is shown for a 1-in. tool in 
Fig. 6. Here the duct formed by one split ring, which 
of itself would permit leakage, is baffled by the second 
split ring. Also if the periphery in contact with a ring 
is not circular, due to a dent or other cause, the seal is 
preserved by the second ring which works independent 
of it. The dimensions allow for the free turning of the 
handle in tool, and under no conditions will they stick 
as in other prevailing types. The upper or jamb ring 
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screws down against a square shoulder in the shank, 
thus preventing it from holding the split rings rigid. 

The tapered ends of the handles should be formed. by 
swedging or rolling and never by filing or cutting. 
Swedging or rolling strengthen the ends while filing or 
cutting weakens them to a surprising extent. Hose 
ends for connecting to the piping system or to other 
lengths of hose should always be of such thickness as to 
fit into an outlet of a hose of the next size larger. This 
will warrant their having sufficient thickness to with- 
stand car shop usage, particularly. if of the tapered 
type. 


A Vertical Armature Rack 


At the Carew Street shops of the Springfield (Mass.) 
Street Railway armatures are conveniently stored for 
immediate service on a home-made rack illustrated in 
the accompanying half-tone. The rack is located at the 
side of a pit track and near the entrance of the build- 
ing, so that the least possible amount of time is lost in 
changing an armature on a car momentarily withdrawn 
from service. The rack is 11 ft. high and 20 ft. long, 
and has a capacity of twenty-eight armatures of various 
sizes. It consists of notched vertical posts spaced from 


HOME-MADE COMPACT ARMATURE RACK, SPRINGFIELD, 
MASS. 


2 ft. 8 in. to 3 ft. 1 in. apart on centers and tied together 
at top and bottom by cross timbers, the vertical mem- 
bers being fastened into the adjoining brick wall by 
lj-in. bolts forced home against iron plates to form a 
bearing surface on the outside of the timber. The ver- 
tical pieces are 12 in. wide and 234 in. thick, and the 
rack is served by a 1-ton “Triplex” hand-operated 
hoist. Armatures are supported in alternate pairs of 
gains as shown, the clearance being sufficient to allow 
for the projection of the pinion over the vertical mem- 
ber and to facilitate the attachment of the chain to the 
shaft in handling the armatures. There is a clearance 
of 5 ft. between the largest armature and the nearest 
pit rail when the rack is filled. At the bottom of the 


‘rack a storage space 81% in. deep with a 114-in. floor- 


ing is left for pinions in loose storage. 


The Allgemeine Company has recently received final 
permits in connection with the construction of the 
Gesundbrunnen-Neukélln Underground Railway. The 
franchise is for ninety years, and it is specified that the 


line must be completed for operation by Sept. 30, 1918, 


on penalty of $50,000 for any delays. A penalty of 
$25,000 is also fixed if operation is discontinued or in- 
terrupted without due cause. 
Neukolln is to be at Weser Street, but provision must 
be made for its extension beyond that point. 
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Long-Lived Car Bodies 


Included in the serviceable rolling stock of a large 
Eastern railway are twenty-two cars which were 
built about twenty years ago by J. M. Jones & Sons, 
of Troy, N. Y. Fifteen of these cars are of the 
open type, all but one being ten-bench equipments. 
The seven box cars are all of the single-truck type 
and are regularly employed in tripper service in the 
winter, the open cars being operated daily in the morn- 
ing and afternoon rush hours the rest of the year. 
Some of the features of these cars are described below, 
special attention being paid to the open cars for the 
reason that these were equipped with motors early this 
summer and were accessible for closer detailed ex- 
amination. 

A typical open style car of this group is shown in 
service in Fig. 1, the photograph having been taken 
in June of this year. The car has ten benches and was 
built in 1893. The body length is 28 ft. 8 in., the plat- 
form length 3 ft. 10 in., and the over-all length 29 ft. 
8 in. At present the car is equipped with a Bemis 
“standard” truck, two Westinghouse 12-A motors, 
geared 18:64, side-bar suspension and K2 controllers. 
The motors are inside-hung, ‘a view of the under side 
of the car and a portion of each motor being shown in 
Fig. 4. The total width of the car is 7 ft. 9 in. The 
roof is of the open deck type and the weight of the car 
body is 7500 lb. The truck weighs 4800 lb., and the 
wheelbase is 7 ft., the wheels being of chilled cast iron, 
30 in. in diameter, with a tread of 21% in. and a flange 
depth of 34 in. The weight of the electrical equipment 
complete is 5338 lb., and of the car complete 17,638 Ib. 
Other features of the car are the use of Pantasote cur- 
tains, New Haven registers, Pfingst fenders, slat seats, 
U. 8. trolley base and pole with: G. E. harp, Wilson trol- 
ley catchers and Murphy sanders. Five 23-watt lamps 
provide for the inside lighting, the same size being used 
in the headlights. The height from the top of the rail 
to the trolley board is 11 ft. 1 in. Ratchet hand brakes 
are used, none of these cars being equipped with air. 
The running boards are 8 in. wide. 

The inside of the body is finished in maple and ma- 
hogany. The framing, which is perhaps the most inter- 
esting feature of the car, is outlined in Fig. 2, which 
is a sketch of the principal members of one-half the 
body supporting structure. Fig. 5 shows an underside 
view of the drawhead and adjacent flooring. The side 
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truss rod shown in one view. The posts are of oak, 
and they are about 21% in. square in horizontal cross- 
section. There is little or no sign of misalignment or 
lost motion in the roof at the supporting points. 

The sizes of the various subordinate members of the 
underframing are indicated in the diagram. In each 

case the cross 
A members carried 
2 Und Sill from side to side 
are reinforced by 
a truss rod as in 
the central mem- 
ber referred to. 
The end sills are 
12 in. wide at the 
center, curving 
to a width of 3 
in. at the side of’ 
the car. Two 
cross-braces are 
provided under 
the platform, 
y each being 2% 
Be ae x 334 in. in sec- 
kaos tion, and behind 
ee 2ij'x BL these are two 
3x 2 334,-in. x 34+ 
in. diagonal 
All the 
members 
bolted into 
the side sills. 
This construction 
has proved suffi- 
cietnly rigid to 
stand the wear 
of service. 

The box cars 
of the Jones make are of the same general design 
as to framing, but naturally the platforms are 
wider and the vestibule construction made it neces- 
sary to stiffen the underframing at the ends of the 
car. The bodies of these cars are 18 ft. long, the plat- 
forms being 3 ft. 10 in. long. The over-all length of 
the car is 27 ft. 6 in. The body weight is 7500 lb., and 
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LONG-LIVED CARS—FIG. 2—SKETCH 
OF ONE-HALF  UNDERFRAME 
OF TWENTY-YEAR-OLD 
OPEN CAR 


the roof is of the open-deck type, carried on posts mor- 
tised into the side sills and fastened by 12-in. x 1-in. 
strap-iron bolts. 


The side sills are 3 in. x 334 in. in 


LONG-LIVED CARS—FIG. 1—-TWENTY-YEAR-OLD OPEN CAR 


CARRYING HEAVY LOAD 


sills are of hard pine, the cross-pieces being of oak. No 
center sills were used in these cars. The side sills 
are each 414 in. wide, the height varying from 7 


in. at the center of the car to 5 in. at the platform ends. 


Across the center of the car is run a transverse mem- 
ber 234 in. wide by 5 in. high, reinforced by a 1-in. 


LONG-LIVED CARS—FIG. 8—SIDE VIEW OF OPEN CAR SHOW- 
ING CANVAS STRIP SERVING AS MUDGUARD 


cross-section, and these are supplemented under the 
platforms by two knee braces from 7 in. to 3 in. deep 
which take care of the loads in the middle portion of 
the platform. 

The center cross-sill is 434 in. x 2%4 in. in. sec- 
tion, and through bolts are used in the open cars 
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to reinforce the cross members. The posts are of 
oak, 3 in. x 134 in. *The knee braces are offset to take 
care of the difference between the car floor level and 
the platform level. The intermediate framing construc- 
tion is much like that in the open cars. All these closed 
cars are also in first-class operating condition, and al- 
though used mainly in tripper service, are thoroughly 
reliable pieces of rolling stock. The principal drawback 
to their extended use is their small capacity and low 
speed. The closed cars are equipped when in service 
with two Westinghouse 12-A motors each, Bemis 
“standard” trucks with a 6-ft. 6-in. wheelbase, and 
the gear ratio is 18:64. The maximum speed on a level 
track is 18 m.p.h. The weight of the car equipped is 
17,638 Ib. 

The maintenance requirements of these cars are light. 
A yearly overhauling is given, and painting, varnish- 
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LONG-LIVED CARS—FIGS. 2 AND 4—UPPER SIDE OF TWENTY-YEAR-OLD OPEN CAR SHOW- 
REINFORCEMENT OF CENTRAL CROSS MEMBER OF FRAME; 
DRAWHEAD AND UNDERFRAME OF TWENTY- YEAR-OLD OPEN CAR 


ING MOTOR SUSPENSION 


ing and minor renewals of flooring, panels or other 
parts subject to wear or shocks from without fairly 
complete the work which has to be done on these bodies. 
On one open car body the platform has never had 
to be repaired since the first day of service. The fol- 
lowing tables of maintenance cost give an excellent 
idea of the way in which these equipments are standing 
the test of time. It is noteworthy that the records 
begin the year with 1909, when the cars were sixteen 
years old. In the case of the car the figures for 1914 
cover only the first six months, but include a thorough 
overhauling for the summer season. 


First Car—Bopy Repairs (OPEN TYPE). 
Varnishing (Labor 


Year Labor Material and Material) 
1 D0.9) icin des tatate rs mets depen ee tee $1.28 ats. pe 
LODO sete: Ok hare ce Sinaia rere 1.50 eo ¥ $20.00 
Es Ie neat ae cot AUR ALS iy tsi Ace 4.00 $2.00 9.00 
1912 reuda ei teretani ite ae 4.40 6.00 4.00 
LOLS ese Wien. 6 ieee 9.10 4.20 a oes 
REE Saadeh oe Enka 150 3.00 *75.00 


*Entire car repainted, including thorough scraping. 
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SECOND CAR—Bopy REPAIRS (CLOSED TYPE) 
Varnishing (Labor 


Year Labor Material and Material) 
19.0.9 ete as Neyeeouelrer one eco $0.57 mis $6.00 
DOO Siu)c 0s sahenepercke tenet ees 5.25 $3.50 5.00 
WOLD. otekete 2, ohare See eee 2.55 1.25 2.75 
ANH CARS Sea SSS Soh Aye A 5.40 4.00 6.00 
1913) iia arise see ere n eens Boe 3.90 


The roofs, trolleys and trucks are painted yearly. 
Bodies revarnished when necessary. 


Reduced Energy at San Francisco Due to 
New Motors and Rebuilt Trucks 


In 1895 the United Railroads of San Francisco 
received 123 cars equipped with GE 1000 motors. These 
cars have been operating in regular service up to the 
present time, but it was recently decided to replace 
the old motors with new equipment, at the same time 
endeavoring to effect a 
saving in power consump- 
tion by decreasing the 
weight. Accordingly, one 
of the cars was re-equipped 
at the company’s shops, and 
on May 2 was put on a 
regular run to try out 
under actual working con- 
ditions the features pro- 
posed for the cars to be 
altered. Incidentally, the 
alterations were to lower 
the car floor level. 

Car No. 1367, typical of 
the 123 cars to be given 
new motors, was selected 
for tests of the features to 
be embodied in the altera- 
tions. 
AAT een, el eat 
capacity of fifty-two and 
weighed 43,140 lb. with the 
old motors on Peckham 
14-B-3 trucks. In the shops 
the trucks were taken from 
this car and completely 
dismounted, so that other 
changes could be made 
while new motors were be- 
ing placed. The trucks 
were fitted with 24-in. in- 
stead of 30-in. wheels, 
brakes were hung inside 
instead of outside, and the 
bolsters clamped beneath 
instead “8 above the half-elliptic springs. These 
changes lowered the level of the car floor 6 in., and in 
order to maintain the 12%-in. height of the bottom 
step, made necessary by the dips and crowns of the 
line, the risers of each of the other two steps were re- 
duced from 13 in. to10in. - 

No other changes were made in the car until it had 
been in service long enough to permit a number of 
tests. After these were made it was sent to the shop 
again, one of the two resistance boxes was removed and 
the K-12 control was rearranged for operation on seven 
points, in accordance with the Jones patent described 
April 11. This rearrangement, without changing the 
car wiring, resulted as follows: 


Point 1—All four motors in series with resistance. 

Point 2—Four motors in series. 

Point 83—No. 3 and No. 4 motors in series. 

Point RTM ee -parallel (two motors in series and two in paral- 
Point 5—No. 1 in parallel, Nos. 8 and 4 in series. 

Point 6—Nos. 1 and 4 in parallel. 

Point 7—Four motors in parallel. 


It has a length of ° 


: 
. 
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The total cost of these alterations per car were about 
as follows: 


EMITS CORELLON | oS eth ikre ree Antes, wars levelw @inye ancietoe eae 0 
CUtEISMOOMWMESLED NEES: = tery dels meel t's 5's 2. dane als eae 12 
HOUTeOUOR BAD Y-CY ME \NOLOTS He eyes sa) cyaid svc, arnleife.e.aier's eens alewwin 1,500 

RECN EL eee meets Reales ete Seareos cp abe Oi enaeE Mara ie vo, oles. favat end ouaar ieee larg $1,682 


RESULTS OF TESTS 


The tests were made on the Fillmore Street run 
which extends from Broadway to Sixteenth and Bryant 
Streets and involves about the average number of stops 
and several hills, the steepest grade being 11.7 per 
cent for two blocks. Typical results obtained in the 
three all-day tests made under conditions as nearly 
identical as possible in practice are given in the follow- 
ing. table. 


COMPARATIVE TEST RESULTS 

Av. Kw- 
Car hr. per 

Test Weight Number Total Total Car 
Series Motor Pounds Control Trips Miles Kw-hr, Mile 
st GE 1000 43,140 K-12 12 79.342 307 3.869 
2 West. 328 36,920 K-12 ns 85.530 287 3.355 

Rearranged 

3 West. 328 36.920 K-12 13 84.594 258 3.049 


The difference between Series 1 and 2 represents the 
saving in energy consumption due to the substitution 
of the new motor and the reduction of car weight. This 
amounts to 0.514 kw-hr. per car mile, or 13.28 per cent. 
The difference between Series 2 and 3 shows the 
further economy due to the rearranged control, which 
amounts to 0.306 kw-hr. per car mile, or 9.121 per 
cent more. The total saving shown between Series 1 
and 3 is 0.82 kw-hr. per car mile, or 21.19 per cent. 
Series 3 was made on May 7, which was “California 
Dav” at the Exposition, so that any variation in the 
number of passengers carried probably tended to make 
for heavier loading during Series 3. 

The load curve for the rewired seven-point control 
was taken with a graphic ammeter and in connection 
with this there was also used an integrating watt-hour 
meter made with mercury bearings especially for rail- 
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way use by the General Electric Company. The re- 
sultant curve differed from those of the old-type con- 
trol by its lesser area, of course, but it also had a sharp, 
high peak due to the reduced resistance used. This 
peak was often as high as 350 amp, but its apex was 
nearly always 100 amp above the point where there was 
any perceptible width between the two lines made by 
the rising and falling pen while the paper was advanced 
at the rate of 2 in. per minute. The sharpness of the 
peak was not due to the inertia of the moving element 


UNITED RAILROADS OF SAN FRANCISCO—TRUCK REBUILT 
FOR LIGHTER CAR AND LOWER FLOOR 


in the meter, however, as an external dampening cur- 
rent of constant value was used, which is said to have 
kept the instrument practically dead beat. 

The trucks were rebuilt and the control rewired under 
the supervision of J. M. Yount, master mechanic, and 
the tests were made by W. T. Bivins, engineer of elec- 
trical equipment, both acting under the direction of 
Charles N. Black, general manager United Railroads of 
San Francisco. 


The Société des Tramways et Electricité de Con- 
stantinople was formed at Brussels recently for the 
purpose of becoming the principal shareholder in the 
Constantinople tramways, and obtaining a monopoly of 
electric lighting in Constantinople by agreement with 
the firm of Ganz, Budapest. 


eee ‘ 
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UNITED RAILROADS OF SAN FRANCISCO—ONE OF THE OLD CARS AFTER ITS ALTERATION 
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Largest Diesel Engine Built in America 


The Lyons Atlas Company, Indianapolis, Ind., has 
recently completed and shipped the largest Diesel en- 
gine constructed to date in this country. This engine 
is composed of four cylinders, 21-in. bore x 30-in. stroke, 
and is of the vertical, four-cycle type, rated at 600 
brake hp with an overload capacity of 15 per cent, or 
690 brake hp maximum. The engine was sold to the 
Hawaiian Commercial & Sugar Company through its 
New York agents, Alexander & Baldwin, Ltd., and is 
intended to supersede one of its steam plants for irriga- 
tion purposes, to be direct-connected to a two-stage tur- 
bine pump with a capacity of 15,000,000 gal. at 200-ft. 
head. 

The conditions covering the acceptance of the engine 
were severe. The purchaser insisted that the engine 
should operate continuously 710 hours out of each 720 
hours per month at rated load, using the ordinary 14 
deg. to 18 deg. asphaltum base California fuel oil, simi- 
lar to that used in the purchaser’s steam plant, and 
which is the only grade of fuel oil available on the 
islands. 

The test was conducted by the chief engineer of the 
Hawaiian Commercial & Sugar Company, and the en- 
gine was given a preliminary, continuous run of forty- 
eight hours with Eastern paraffin base fuel, after which 
all parts connected with the combustion chambers were 
inspected in order to determine a basis for comparison 
between the effect of the two fuels. It was then sub- 
jected to a 144-hour continuous run at full load with 
fuel shipped by the purchaser from California to the 
manufacturer’s works. At the completion of this run 
the combustion chambers: were again examined, and as 
there was no evidence of deposit on the heads, valves 
or pistons, the engine was accepted and is now en route 
to the islands, to be erected by the purchaser’s own 
engineers without any assistance from the manufac- 
turer. 
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Reverse-Power Relays for Ring-Type 
Systems 


The new reverse-power relays of the Westinghouse 
Electric & Manufacturing Company can be furnished 
with definite time-element characteristics by means of 
torque compensators, and thus can be used for protect- 
ing certain ring-connected distributing systems where 
differential relays with expensive pilot-wire connections 
would be otherwise required. The diagram shows a 
typical system of this kind. The relays can trip only 
when overload flows in the direction shown by the 


Substation Substation Substation 


Substation 


Overload Relays. 


Busbar at 
Generating Station, 


USE OF REVERSE POWER RELAYS 


arrows. Each relay is set for the definite minimum 
time indicated. If a ground occurs on either feeder or 
connecting line, power flows to that point from both 
ends. It will be seen that the relays on each side near- 
est the fault trip first, thereby cutting out the defective 
line and not interrupting the supply of power to the 
substations. In case of heavy short near the substa- 
tion, the voltage may drop very low, but these relays are 
so sensitive that they will operate correctly even if the 
voltage drops to 2 per cent of normal. 


A good shop practice is to apply a mixture of oil and 
white lead to the shafts of compressor and other arma- 
tures before storing them on their racks. This coating 
prevents the formation of rust and thus permits the 
armature to be installed with the least trouble. 


FOUR-CYCLE, VERTICAL TYPE DIESEL-TYPE ENGINE OF 690 BRAKE HP MAXIMUM CAPACITY 
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News of Electric Railways 


Prominent American Electric Railway Men in the War Zone 


The news from Europe published in the papers in the Hast 
contains information which indicates that a number of men 
prominent in the electric railway industry in America and in 
England have had rather trying experiences. Sir Albert H. 
Stanley, managing director of the London Underground 
Railways, is said to have tried to motor back to the coast 
from Baden-Baden. His automobile was commandeered by 
the German Army. He is said to have bought another and 
then a third, but all were taken away from him and he is 
said to have had to finish by train. Upon his return to 
London Sir Albert sent $2,500 in gold and silver to each of 
ten hotels to accommodate Americans. 

Thomas Fortune Ryan was last heard from a few days 
ago at Aix-les-Bains. Leonard F. Loree, president of 
the United Traction Company, Albany, N. Y., the Delaware 
& Hudson Railroad and other companies, with Mrs. Loree 
and Miss Louise Loree, were last reported on the Continent. 
J. H. Pardee, vice-president of J. G. White & Company, Inc., 
sailed from New York on the Kronprinzessin Cecilie, which 
put back to Bar Harbor on Aug. 4. 

The statement that tourists will not be permitted to leave 
Germany during the mobilization period has caused some 
anxiety as to the prospects of the Chicago terminal delega- 
tion securing transportation home. Bion J. Arnold, who was 
a memter of this party, was reported on Aug. 5. to be at 
some unknown point in Germany. John F. Wallace, Walter 
L. Fisher and a number of Chicago Aldermen also were 
in this party. Theodore P. Shonts, president of the Inter- 
borough Rapid Transit Company and the New York Rail- 
ways, and his two daughters, returned hastily from Villar- 
sur-Ollon to Paris on Aug. 4. At the office of the Inter- 
borough Rapid Transit Company it was said that the only 
other official of the company in Europe was Richard Reid 
Rogers, general counsel of the company. When last heard 
from Mr. Rogers was in Germany. None of the officers 
of the Brooklyn Rapid Transit Company is in Europe. 
This is true also of the officials of the Public Service 
Corporation of New Jersey. 

Guy E. Tripp, chairman of the board of directors of 
the Westinghouse Electric & Manufacturing Company, who 
left New York on July 7, cabled on Aug. 4 from the Savoy 
Hotel, London, that the sailing of the boat on which he 
had secured return passage had been cancelled. The New 
York office was unable to say when he would return as up 
to Aug. 6 nothing more had been heard from him. H. H. 
Westinghouse was last reported to have gone from Paris 
to London. Albert H. Wiggin, a director of the company, 
is en route to New York by the American line. Walter 
Terry when last heard from was on his way to Germany. 
Dr. Peter Cooper-Hewitt of the company has just returned 
from Europe. At the office of the General Electric Com- 
pany it was said that probably twenty-five or thirty em- 
ployees of the company were in Europe on pleasure or 
business, but that among this number there were no officers, 
directors or heads of departments, so far as was known. 

Henry W. Thornton, formerly general superintendent of 
the Long Island Railroad and now manager of the Great 
Eastern Railway, London, sent a steamboat on Aug. 4 
to The Hague, where many Americans were marooned, 
brought away 750 and on Aug. 5 sent another boat, which 
returned with nearly 600 more. On Aug. 6 Mr. Thornton 
sent the German Ambassador, the embassy staff and some 
200 other Germans over his line. 

F. W. Whitridge, president of the Third Avenue Railroad, 
who sailed from New York on July 14, is believed to be 
in Scotland, which was his:destination. At the office of the 
company in New York it was stated on Aug. 5 that he 
had not been heard from since the present crisis became 


‘acute. 


Chairman MacLeod of the Massachusetts Public Service 
Commission, who planned to sail on the Franconia, has 
decided to call off his proposed study of electrification on 
the Continent this summer. Commissioner Stone’s plans 
for studying electrification in the western part of the United 
States are unchanged. 


Effects of European Conflict on Electrical Manufactures 


At the New York office of the Westinghouse Electric & 
Manufacturing Company it was stated that of the com- 
pany’s subsidiaries in England, France, Italy and Austria, 
only the British company pays any dividends to the Amer- 
ican company. These dividends amount to about $85,000 a 
year. This, then, in case of an entire shut-down of its 
European branches, is the most the Westinghouse company 
would lose from that cause. The other subsidiaries pay no 
dividends to this country and the Russian company is now 
practically liquidated. The company has 150 cars loaded 
with freight in New York awaiting shipment, 

The General Electric Company has no subsidiaries on 
the continent of Europe, and its only interest abroad lies 
in its control of the British Thomson-Houston Company. 
This company, however, has not been paying dividends and 
at times has needed help from the home company. The 
General Electric Company sells its American products to 
foreign firms and thus creates a market. Therefore, its 
only loss in Europe would be in the purchase price of the 
British Thomson-Houston Company and in the absence for 
the present of a European market. The exports of the com- 
pany average about $1,000,000 a month, and the company 
now has goods valued at between $300,000 and $400,000 on 
the high seas. 


Eastern Freight Rate Case Decided 


On Aug. 1 the Interstate Commerce Commission by a 
vote of four to two granted an increase of 5 per cent in 
freight rates to railroads operating in the Central Freight 
Association territory. It has been estimated that the rail- 
roads will gain from $9,000,000 to $15,000,000 by this de- 
cision. The grant of higher rates to only the Central 
Freight Association territory is justified by the commis- 
sion on the ground of causes contributing to a greater 
reduction of earnings on these lines than on other roads in 
official classification territory. The difference in the char- 
acter of the freight traffic handled in the favored territory 
is noted, and attention is also directed to the fact that 
class rates effective in and through Ohio, Indiana and 
Michigan, and controlled by the Central Freight Association 
seale, are lower than comparable rates prevailing in any 
other part of the country. 

The commission asserts that increased revenues resulting 
from increases in rates in Central Freight Association ter- 
ritory will afford some relief practically to all the lines on 
official classification territory in need of additional reve- 
nues, except the New England lines. The great trunk lines, 
according to the commission’s decision, have a large mile- 
age in the central territory and their revenues will there- 
fore be materially augmented. 

Besides the direct rate increase granted, the commission 
in its decision points out other means whereby the railroads’ 
revenues can be increased. These include an increase of 
passenger rates, a close examination of freight rates to 
determine unremunerative individual rates, the abolition of 
free transportation, the increase of freight-car efficiency, 
and the abolition of interlocking relations with construction 
and equipment companies. 

One of the commissioners, Winthrop M. Daniels, of New 
Jersey, in a strong dissenting opinion, says: “In the con- 
clusions reached in the majority report I am unable to 
concur except as to the increase in the Central Freight 
Association territory. The majority opinion, however, falls 
far short of giving even to the carriers in that region the 
relief to which the evidence of record clearly shows they 
are entitled. For more than a decade the operating and 
maintenance expenses of the railroads of the United States 
have constantly risen, but the rates charged have been 
either static or declining. A living wage is as necessary 
for a railroad as for an individual. A carrier without a 
sufficient return to cover costs and obtain in addition a 
margin of profit large enough to attract new capital for 
extensions and improvements cannot permanently render 
service such as is commensurate with the needs of the 


public.” 
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The Hazleton Strike and Boycott 


Under date of July 16 Alvan Markle, president of the 
Lehigh Traction Company, Hazleton, Pa., issued a state- 


ment dealing at great length with the issues involved in > 


the strike of the employees of the company declared on Jan. 
1, 1914. When the strike was begun the company made its 
position clear upon three propositions: 

“(1) That it would decline to reinstate those members of 
the committee of strikers who had deliberately lied and 
broken faith with the company. 

“(2) That it must reserve the right to itself to discharge 
or suspend employees either because of infraction of rules 
or because of such conduct as might lead to inefficiency or 
dishonesty. 

“(3) That it would not engage in any contest against hon- 
est labor unions, but would permit all of its employees to 
become affiliated with any legal organization.” 

Mr. Markle says that the attitude of the company was 
grossly misconceived and misconstrued by the striking em- 
ployees as an attack upon the principles of labor unions and 
that the committee in charge adroitly used every circum- 
stance so as to make the company’s position appear as an- 
tagonistic to labor in general. In this connection he said: 

“The infusion of this element served merely to becloud 
the real issues involved and injected a phase which had 
absolutely no place in the controversy. This company 
then had, and now has, no hostility to honest labor unions, 
and it had then, and now has, no censure of its advocates 
and supporters. But, because of the introduction of these 
outside elements into the controversy this community has, 
even since the resumption of traffic, rested under the pall 
of a menacing and unlawful boycott whose effects have been 
felt not only by the company itself, but by every merchant, 
tradesman, banker and business man of every description, 
resident within the territory traversed by the lines of this 
railroad. 

“Recent developments have confirmed and justified our at- 
titude to such an extent that we would be remiss in our 
duty to the public if we:did not seize this opportunity for 
such elaboration. If, in the course of this statement, allega- 
tions are made which reflect upon the integrity of individ- 
uals, it is not because we find a pleasure in making such 
averments, but the situation has assumed such a condition 
that the naked and bare truths must be asserted no matter 
whom they hit or whom they hurt. 

“Our first reason for not agreeing to reinstate in positions 
of trust those who had broken faith with us was founded 
upon the belief that a deliberate breach of faith is equiva- 
lent to dishonesty; that an employee who violates a solemn 
promise is one likely to stoop to other breaches of confi- 
dence even to the misappropriation of moneys. 

“At the time that this company arrived at that decision 
there were current and rife in this community rumors to the 
effect that some of the striking employees had been guilty of 
the grossest kind of dishonesty in embezzling the moneys 
of the company while conductors or motormen acting as 
conductors. The company was implored by the public and 
by the press to investigate such rumors, to produce the proof 
thereof, and base its refusal to reinstate these men upon 
that ground. The company at that time declined to make 
- such direct accusation. It would not accept idle rumor or 
gossip as proof. It believed that breach of faith was in 
itself sufficient to justify its attitude. Since then, however, 
the company, desiring to fortify its attitude towards these 
individuals, has caused an investigation to be made. It now 
proposes publicly to announce the result of that investiga- 
tion as disclosed at a judicial hearing, and it proposes to 
ask in connection therewith whether these men are now, or 
ever were, worthy of reinstatement in the employ of this 
company.” 

Mr. Markle then gives the details of the disclosures re- 
garding the activities of the company’s employees as brought 
out at the hearing before the Alderman on July 15. He 
then says in part: 

“The facts disclosed at the judicial hearing before the 
Alderman indicated a remarkable condition of affairs when 
employees of this company, whose monthly income averaged 
about $70, could afford night after night to lose a week’s 
salary at gambling. It constitutes a direct accusation and 
indictment against the integrity of the men involved. They 


ELECTRIC RAILWAY JOURNAL 


[VoL. XLIV, No. 6 


fully vindicated and fortified the position taken by this 
company, that at least three of the men who had deliberately 
broken faith with the company in the preliminary nego- 
tiations incident to the strike were unworthy to remain 
in the employ of this company. The three men were pres- 
ent at the hearing before the Alderman. They made no 
denial of the truth of these accusations. They entered no 
refutation of most of the facts involved therein, although 
they had ample opportunity so to do and acknowledged their 
guilt by paying the full fine imposed under the law.” 

He then asks whether the company was not right at the 
inception of the strike in refusing to arbitrate questions 
regarding employees’ dishonesty and if it is not still right 
in refusing to arbitrate questions of this character. A series 
of questions is then put to the honest labor unionists, the 
business men and the community in general. The state- 
ment is then concluded as follows: 

“We say to the community in general that the time has 
arrived when the business interests, large or small, power- 
ful or humble, rich or poor, merchant or laborer, must 
choose between two alternatives: 

(1) To countenance the continuance of this menacing 
and unlawful boycott thus vitally impairing your commer- 
cial and material interests and forfeiting the constitutional 
rights, guaranteeing personal and individual liberty; or, 

(2) To co-operate with the forces of law and order re- 
storing a spirit of equal justice and building up the in- 
dustrial peace and prosperity of the community. 

“We say to you, our former employees, that there are 
vacancies now open to a considerable number upon the lines 
of the Lehigh Traction Company. We say to every one of 
you who is worthy of confidence that we will be glad to 
receive your application and to place you at work as soon 
as the circumstances warrant. No one of you will be dis- 
criminated against because of union affiliation. It is fun- 
damentally wrong that a majority of you should suffer for 
the misdeeds of a dishonest minority. We regret that all 
worthy employees cannot be taken back at this time. We 
cannot repudiate our existing contracts with our present 
employees, but we will unhesitatingly covenant with all of 
you that you will receive fair, courteous and honest treat- 
ment such as every honest and deserving man is entitled 
to receive. 

“You must take one of two positions: 

(1) Either be honest, God-fearing and courageous men, 
asserting your inviolate right honestly to support your- 
selves and families; or, 

“(2) Ally yourselves with the forces of dishonesty and 
be one of them, for there is no middle ground to take.” 

References to the strike have appeared previously in the 
ELECTRIC RAILWAY JOURNAL in the issues of Jan, 24, page 
201; April 18, page 894, and July 18, page 140. 


Rapid Transit for Cincinnati 


The report of Prof. George F. Swain of the Boston Tran- 
sit Commission, on the probable cost of a complete rapid 
transit system for Cincinnati, consisting of an interurban 
entrance to the city, a belt line and an elevated system, is 
expected to be made to the Cincinnati Rapid Transit Com- 
mission shortly. 

About two years ago the Council of Cincinnati authorized 
the Mayor to appoint a rapid transit commission, which is 
now eomposed of E. W. Edwards, chairman; George F. 
Dieterle, Dean Herrman Schneider, William Cooper Proctor, 
W. A. Julian and George Puchta. Shortly after the ap- 
pointment of the commission, Bion J. Arnold was retained 
to make a preliminary survey with the view of working 
out an interurban entrance to the city. Mr. Arnold sug- 
gested the use of the canal right-of-way and a belt line to 
take care of all lines. The canal is owned by the State, 
and subsequent to Mr. Arnold’s report the city secured a 
perpetual lease on the canal at a rental of $30,000 a year. 

Professor Swain took charge of the work of getting a 
definite survey made, on which to base an estimate of the 
probable cost of a complete rapid transit system, and se- 
cured George Edwards, New York, to oversee the survey 
and have charge of the work in Cincinnati. 

The preliminary report of Professor Swain was referred to 
in the ELECTRIC RAILWAY JOURNAL of Dec. 18, 1913, page 
1252, and Dec. 27, 1913, page 1349. 
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_ Investigation of New Havyen’s Massachusetts Electric 


Railway Holdings 


The Massachusetts Public Service Commission has sent a 
communication to Attorney-General Boynton, referring to 
him for investigation and whatever action he may deem 
proper a report of the Interstate Commerce Commission 
as to the relation of the New Haven railroad to certain 
electric railways in western Massachusetts. The Interstate 
Commerce Commission report alleged that, although a de- 
cree of the Massachusetts Supreme Court prohibited the 
New Haven from holding directly or indirectly stock in the 
electric railways the railroad retained its control of these 
lines, formerly through the New England Investment & 
Security Company, and now through Sanderson & Porter. 
The report alleged further that the firm of Sanderson & 
Porter was connected by financial and business dealings 
with the New Haven. Appended to this report was a letter 
from C. S. Mellen, formerly president of the New York, 
New Haven & Hartford Railroad, to Bentley W. Warren, 
marked “personal and confidential” and dated July 20, 1908, 
in which Mr. Mellen wrote of advantages to be derived 
from owning common shares of the New England Invest- 
ment & Security Company, and stating that through this 
company, control of the electric railways concerned was 
“left in friendly hands.” In conclusion, Mr. Mellen ex- 
pressed the opinion that the time would come “when good 
sense will prevail and the policy of the commonwealth be 
changed so far as railroads controlling railways is con- 
cerned.” 

In concluding its communication to the attorney-gen- 
eral, the Public Service Commission said: 

“Detailed evidence upon which these findings. are based 
has not yet come to this commission, but we are informed 
that it will shortly be in print and available for your exam- 
ination. The Public Service Commission hereby reports 
this apparent disregard of the law of Massachusetts and 
the decree of the court of last resort of the commonwealth 
to your department for such investigation and action as you 
may deem requisite. It is perhaps proper to add that this 
commission would be glad of any suggestions as to what 
further duty, if any, in the premises you may deem to rest 
upon this commission.” 


Salt Lake & Utah Railroad Opened 


Electric service was inaugurated on the Salt Lake & 
Utah Railroad on July 24, between Salt Lake City and 
Provo, a distance of 48% miles. The roadbed for this line 
was completed early in the season and steam service was 
installed pending the completion of the delivery and in- 
stallation of the electrical equipment. The installation of 
the equipment for the two substations and the outdoor 
switching stations was made in six weeks. The equipment, 
which was furnished by the Westinghouse Electric & Man- 
ufacturing Company, was installed under the direction of 
M. R. Davis, district superintendent of the Westinghouse 
company, with headquarters at Salt Lake City. 

W. C. Orem, president and general manager of the Salt 
Lake & Utah Railroad, and W. R. Armstrong, assistant 
general manager and chief engineer, were congratulated on 
the excellent showing made. Just sixteen months was 
consumed in completing the line after construction work 
had been started. Approximately $2,000,000 had been ex- 
pended for construction, equipment and right-of-way. The 
company owns all the right-of-way over which it operates, 
except the portions within incorporated towns. There are 
thirty-two scheduled stops between Salt Lake and Provo, 
many of which have heretofore been without direct rail 
connection with either of the present terminals of the road. 

The road traverses the Salt Lake valley almost in its 
center. On either side there is an uninterrupted view of 
the mountains, and after the Jordan Narrows are passed 
one can see for miles on either side. The view of Utah 
Lake is so superb at one point that the officials of the 
company have named the place Lake View and will erect 
a station there. The cars are built entirely of steel. The 
present schedule of the road calls for seven trains each 
day between the terminals. The running time is one hour 
and forty-five minutes. Just as soon as the operation of the 
present road has been perfected construction will be started 
en the extension to Payson, the ultimate terminus. 
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Working Out Kansas City Franchise Details 


The details of the new franchise of the Metropolitan 
Street Railway, Kansas City, Mo., are gradually being 
worked out, but it will require some time before the Kansas 
City Railways, the successor company, has complied with 
all the terms. The interurban roads have not all made new 
contracts, as the franchise provides they shall, and they 
are asking extension of time from the city and from the 
company. 


There is now practically no chance of the question being 


raised as to the legality of the franchise election. One man 


who confessed to voting illegally has been sentenced to the 
penitentiary, and the charges of fraud are being dropped. 
Judge Seehorn of the District Court refused to allow the 


opening of ballot boxes in one precinct where charges had 


been brought against judges of tampering with the ballots. 
The court said that the law was clear that unless the elec- 
tion 1s contested or election officials are made defendants 
in a criminal action, the ballot boxes cannot be opened. 
Neither of these two things seems likely to happen. 

Interest is keen in the selection of the site for the inter- 
urban station. If the interurban officials are unable to 
agree on a site it is possible that the public may vote on 
the subject. 


New Subway Construction Contracts in Brooklyn 


The Public Service Commission for the First District has 
before it reports from Alfred Craven, its chief engineer, 
with respect to two stations on Fifty-ninth Street, Man- 
hattan. There are two schemes for the remodeling of the 
present station at Columbus Circle. In the first scheme 
passages are provided from the sidewalk from four points 
of the circle, with ramps to a mezzanine constructed be- 
neath the tracks at their present grade. This would cost 
about $900,000. The other scheme would cost about $1,500,- 
000. The plan to be followed out has not yet been de- 
cided upon. 

During the week ended Aug. 1 the commission awarded 
two rapid transit contracts and authorized advertisements 
for two more. The contract for the construction of Section 
No. 5 of Routes Nos. 4 and 36, that part of the Broadway 
subway in Manhattan in Fifty-ninth and Sixtieth Streets, 
between Seventh and Second Avenues, was awarded to the 
Degnon Contracting Company, for $2,819,511. This is a 
two-track extension of the Broadway subway, and will have 
two stations, one at Fifth Avenue and the other at Lexing- 
ton Avenue. The other contract awarded during the week 
was for the construction of station finish at the six stations 
on the extension of the Fourth Avenue, Brooklyn, subway 
from Forty-third to Eighty-sixth Street. On Aug. 21 the 
commission will receive bids for the construction of Section 
No. 3 of Route No. 33, in Brooklyn, and also for the supply- 
ing of more special work for the Fourth Avenue, Brooklyn, 
subway. 

The commission has approved of a contract to be made 
by the New York Municipal Railway Corporation with the 
Federal Signal Company for the installation of track sig- 
nals in the Centre Street loop subway. The Federal Signal 
Company was the lowest bidder for this work. The Union 
Switch & Signal Company protested to the commission, 
alleging that the Federal Company could not meet the re- 
quirements of the specifications without infringing on its 
patents. Commissioner Robert C. Wood held hearings in 
regard to this, but in view of possible delay that might 
ensue the commission determined to approve of the award 
of the contract to the Federal Company, subject to its giv- 
ing assurances of indemnity against patent claims. 

A letter has been sent to the Board of Estimate and 
Apportionment by the Public Service Commission in regard 
to subway train operation over the Queensboro Bridge and 
the necessary reconstruction of the bridge to accommodate 
such operation. There is a roadway on the bridge 52 ft. 
wide for vehicular use, but part of this space is also occupied 
by trolley tracks. Under the plan of reconstruction it is 
proposed to make two 26-ft. roadways on two levels, and 
each of these roadways will be free of all tracks and 
still give plenty of room for the subway and elevated rail- 
road tracks that must go over the bridge. The estimated 
cost of this improvement is $2,116,000. 

The Public Service Commission has approved a supple- 
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mentary contract between the New York Municipal Railway 
Corporation and George W. McNulty, Inc., for the recon- 
struction of the Sea Beach Railroad. The McNulty Com- 
pany has the present contract for the reconstruction of 
this line. Under the supplementary contract the road will 
be made a four-track line, and the entire line will be ready 
for operation about May 1, 1915. The supplemental con- 
tract will involve an expenditure of about $300,000. 


Development Throttled in Missouri 


Brief mention was made in the ELECTRIC RAILWAY 
JOURNAL of Aug. 1 of the address made recently by Wil- 
liam B. McKinley, president of the Illinois Traction Sys- 
tem, before the Commercial Club of Jefferson City, Mo. 
Mr. McKinley is quoted in part as follows: 

“T have had many letters from people of Missouri solicit- 
ing my assistance in a movement to construct a system of 
interurban electric railroads in the State. Some of the 
propositions presented were entitled to consideration. Mis- 
souri’s laws affecting corporations act almost as a complete 
bar to the building of an interurban electric system. One 
statute provides that not more than 10 per cent of the 
stock of a Missouri corporation can be held by a foreign 
corporation. This is a deadener to transportation develop- 
ment such as the State needs. Nobody will buy bonds and 
stock in an enterprise which is not backed by some other 
corporation with established credit. This means that the 
larger corporations must own the stocks and bonds and 
put up the money for the construction of the road. This 
statute I consider is a tremendous handicap to Missouri. 
We could never have built 575 miles of interurban railway 
in Illinois if that State had a law such as your 10 per cent 
statute. 

“You have, too, in Missouri a Utility Commission com- 
posed of high-class men. They, like utility commissions in 
other States, want to be fair to the public and the public 
service corporations. But they must track the letter of the 
law laid down by the Legislature, and this law is a con- 
siderable handicap to new enterprises. But the commission 
law does not affect the transportation development of Mis- 
souri to the extent that the 10 per cent statute does. That 
statute practically acts as a bar to the construction of a 
railway. 

“Another thing. People are deterred from putting their 
money into a utility corporation with all its uncertainties 
if they are restricted to 6 per cent dividends if they win 
and nothing at all if they lose. Why invest money in an 
untried and uncertain proposition when substantial loans 
upon lands return the investor from 6 per cent to 7 per cent 
on his money?” 


New Construction in Cleveland 


It is asserted by Peter Witt, street railway commissioner 
of Cleveland, that the section of Euclid Avenue between 
East Twenty-second Street and East Fortieth Street will be 
occupied by railway tracks within another year. This sec- 
tion has always remained free from railway tracks through 
an agreement among the owners of abutting property. It 
was occupied by residences of some of the most prominent 
people in the city. The trend of the residence and the busi- 
ness district is toward the hills east of the city. The prop- 
erty owners’ agreement will expire early in 1915, it is said, 
and an attempt will then be made to secure consents for the 
railway tracks. The special track has already been laid at 
the Fortieth Street end of the section and only a short time 
will be required to construct the remainder. The company 
has always used a section of Prospect Avenue, the next 
street south, to complete its Euclid Avenue line east and 
this has been a source of inconvenience and loss of time. 

The Cleveland Railway is repairing the pavement be- 
tween and along its tracks on many streets, in compliance 
with a request from the public service department of the 
city. Pavements in general are in poor condition and the 
company hoped that work would be left until the city was 
ready to go ahead with the work that it eventually must 
do in the street. : 

On account of borings made on Euclid Avenue the im- 
pression became prevalent recently that the Cleveland Un- 
derground Rapid Transit Company and the Pennsylvania 
Railroad were planning a joint terminal in the vicinity of 
Euclid Avenue and East Fifty-fifth Street, but W. R. Hop- 
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kins, president of the Rapid Transit Company, who was 


in New York, failed to confirm the report. He said that 
the borings were being made in accordance with a general 
plan of investigation along the proposed rights-of-way. 

Contracts for the new division buildings at Superior 
Avenue and East 103d Street have been awarded to the 
William I. Thompson Company. There will be four build- 
ings and they will be completed by January, 1915, when the 
old carhouse at Superior Avenue and East 105th Street 
will be abandoned and perhaps sold. The cost of the im- 
provement will be about $150,000. 


Toledo Municipal Ownership Ordinance Carried 


The municipal ownership ordinance, initiated at the in- 
stance of the labor unions by the Municipal Ownership 
League, carried by a plurality of 1100 at the election in 
Toledo, Ohio, on Aug. 4. Out of about 37,000 possible 
votes, approximately 20,000 were cast. This is only a little 
more ‘than twice the number that were signed to the peti- 
tions for the initiation of the measure and the result in- 
dicates that interest was lacking on the part of those 
opposed to it. An appeal for an injunction against the 
election was refused on July 30 by the Court of Appeals. 

The Toledo Railways & Light Company made no stand 
against the ordinance. This is in accord with the policy 
that has been followed. The officials desire that the people 
shall thoroughly understand the necessities of the city and 
the requirements imposed on the company, so that, once 
settled, the present question will remain settled. 

The ordinance merely expresses the will of the electors 
who cast their votes and does not carry with it authority 
to issue bonds. Another election will be necessary on the 
bond proposition, a two-thirds vote being then required. 

On the morning following the election there seemed to 
be some doubt at Toledo as to whether a majority or a 
two-third vote is necessary to enact an ordinance such as 
was voted upon. Should it be found true that a majority 
is sufficient, the injunction suit against the election may be 
carried to the Supreme Court. The judges of this court 


are now taking their vacation and the case, if Sa are 


cannot be heard until some time in the fall. 


Decision Against Cincinnati—The Public Utilities Com- 
mission of Ohio has decided that the Cincinnati Traction 
Company cannot be compelled by the city to extend its 
Warsaw Avenue line to Price Hill, as the physical difficul- 
ties involved in the construction of such a line would entail 
a, tremendous outlay of money and the line be extremely 
dangerous to operate. The city solicitor has asked for a 
rehearing before the State Supreme Court. 


New York State Railways Wage Arbitration.—The board 
selected recently to arbitrate the question of whether the 
wages of the employees of the New York State Railways 
shall be increased began holding sessions in Syracuse on 
July 28. The arbitrators are Thomas Spratt, Ogdensburg, 
N. Y., representing the company; James E. Roach, Schenec- 
tady, representing the men, and Charles P. Neil, chairman, 
formerly United States Commissioner of Labor. 


Municipal Ownership Election in Pekin.—The City Coun- 
cil of Pekin, Ill., has set Aug. 21 as the date for holding a 
special election to vote $48,000 of bonds for the purchase 
and rehabilitation of the Pekin & Petersburg Railway in 
Pekin and the building of an extension. The report of the 
Mayor and the Corporation Counsel of the city to the City 
Council favoring the purchase and giving the details of 
the cost of rehabilitation was referred to in the ELECTRIC 
RAILWAY JOURNAL of May 9, page 1055. 


Springfield Rate Rehearing Denied.—The Public Service 
Commission of Missouri has overruled the motion of the 
Springfield Gas & Electric Company for a rate rehearing, 
the application for which was noted in the ELectrIc RAIL- 
WAY JOURNAL of Aug. 1. The commission recently made 
an order reducing the company’s rates in an amount equal 
to 37 per cent of its earnings in 1913. The commission also 
struck off from the company’s ratemaking valuation $18,000 
paid for managerial services to the officers of the Federal 
Light & Traction Company of New York, and limited the 
company’s return to 7 per cent. 


Ouster Suit in Seattle.—Argument in the controversy be- 
tween the City of Seattle, Wash., and the Seattle, Renton & 
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Southern Railway is being heard before United States Dis- 
trict Judges Cushman and Neterer. The question before 
the court is whether the railway so violated its contract 
as to give the city the right to pass the ordinance repealing 
its franchise. The temporary injunction prohibiting the city 
from interfering with the operation of the road has been 
continued pending the decision by the court. Harold 
Preston, representing the company, opened the case by call- 
ing William R. Crawford, former president of the line. Mr. 
Crawford averred the line had been operating under city 
franchise No. 15919, amended, and had acquired “deeds or 
possession to all the right-of-way.” Presumably this was 
to combat the assertion of the city that the road is operating 
on public property and must govern itself accordingly. 

Home Rule Agitation in Washington.—The City Com- 
mission of Tacoma, Wash., favors home rule as regards its 
public utilities and has approved a motion of Commissioner 
of Finance Atkins to write representatives of other cities 
to confer with the Tacoma commissioners. Mr. Atkins is 
quoted as having said: “The Public Service Commission 
is a public service nuisance. It voted against our law 
hitting at strap-hanging on street cars and it prevents 
the city from regulating the public service corporations 
as they should be. There is no reason why 140 persons, 
mostly farmers, in the House of Representatives, should 
pass laws that will prevent cities of 100,000 or more ruling 
themselves. When the State Public Service Commission 
comes into a city like Tacoma and tries to tell the city what 
it shall and shall not do in regulating its street railway 
traffic, it is time a halt was called. What do three men 
down at Olympia know about our local conditions that they 
should try to regulate us?” 


Municipal Railway Affairs in Seattle——The purchase of 
the Loyal Railway, Ballard, Wash., and its use as one sec- 
tion of the Seattle municipal railway, is being considered 
by the City Council. The question of purchasing this line 
arose when the matter of extending the existing municipal 
line to Ballard was being considered. This was noted in the 
ELECTRIC RAILWAY JOURNAL of July 25. The City Council 
contemplates extending the line from its present terminus 
across the Lake Michigan Canal into Ballard, probably by 
way of Leary Avenue to Market Street and up Market 
Street to Sixty-fifth Street. Here the line will be connected 
to the Loyal Railway, providing that property is purchased 
or taken over by the city. If the city finally gets the right 
to run cars in the Rainier Valley, extends the Highland 
Park & Lake Burien Railroad across Spokane Avenue to 
Fourth Avenue and up Fourth Avenue to the southern 
terminus of Division “A” and then builds the Ballard ex- 
tension, its system will extend from one end of the city 
to the other. 

Newspaper Appreciation in Dubuque.—The Union Elec- 
tric Company, Dubuque, Ia., came in for unstinted praise in 
articles about the company’s activities which were pub- 
lished in the Dubuque Times-Journal of July 19, and the 


Dubuque Telegraph-Herald of July 26. The article in the 


Times-Journal dealt particularly with the new loop system 
of the company. It was illustrated with pictures of the 
loop at Union Park and of Eagle Point Park, which over- 
looks the Mississippi River. The article in the Telegraph- 
Herald was about the general recent improvements of the 
company, and contained an estimate of $115,000 as the 
probable increase in land values by a line into what is now 
sparsely settled territory opened recently by the company. 
The article was concluded in part as follows: “And to re- 
turn to the simile of painting the barn—the one who fur- 
nished the paint (in this case the Dubuque Electric Com- 
pany) does not profit a cent from the increase in real 
estate values, but must be content to wait until the terri- 
tory has been built up and take its revenue from the nickels 
that the patrons of the line offer. And these nickels will 
not be as plentiful as in another city, because Dubuque re- 
joices in a half-fare workingmen’s schedule.” 


PROGRAM OF ASSOCIATION MEETING 


Colorado Electric Light, Power & Railway Association 


The Colorado Electric Light, Power & Railway Associa- 
tion will hold its twelfth annual convention at Glenwood 
Springs, Col., on Sept. 3, 4 and 5. 
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Financial and Corporate 


World’s Stock Markets Suspended 


The recent declaration of war by Austria on Servia and 
the subsequent broadening of the conflict by the inclusion 
of Germany, Russia, France and England has brought about 
an unparalleled condition of panic on all Continental and 
American stock exchanges. Most of the Continental ex- 
changes closed on July 28 or July 29, but the New York 
Stock Exchange remained open until the morning of July 
31 and was throughout the week virtually the only free 
market in the world for securities. During this week the 
work of financiers has been devoted to the substitution of 
special machinery for that which customarily supplies the 
needs of trade, on account of the stoppage of the ordinary 
processes of international relations in trade and finance 
and the conditions created by heavy foreign drafts upon 
the American gold supply. 

According to the Wall Street Journal, there has been a 
large foreign liquidation in unlisted issues of public utility 
securities, which has driven the prices of these stocks down 
to record low prices in several instances. In the last few 
years the stocks of many public utilities have been sold to 
foreign investors, who also have been heavy buyers of pub- 
lic utility bonds. A number of issues have been listed on 
the London Stock Exchange and have been regularly quoted 
there. Until the war liquidation there was a steady in- 
crease in the movement of utility securities to London, and 
large buying particularly by English investors. For some 
weeks these stocks and bonds have been coming back to 
the American market. For a time the liquidation, being 
well distributed, was fairly well taken care of, but the 
buying power was finally exhausted and now only nominal 
quotations can be obtained. 

Among the American public utility issues listed on the 
London Stock Exchange are Cities Service Company, New 
York, N. Y., common and preferred stocks; Consolidated 
Cities Light, Power & Traction Company, New York, N. Y., 
5 per cent bonds; Georgia Light, Power & Railways Com- 
pany, Macon, Ga., common stock and first lien bonds; 
Pacific Gas & Electric Company, San Francisco, Cal., first 
and refunding general. mortgage bonds; Philadelphia 
Company, preferred stock and debentures; Alabama Trac- 
tion, Light & Power Company, Ltd., New York, N. Y., stock 
and first mortgage bonds; Havana (Cuba) Electric Railway 
bonds; Manila Electric Railroad & Light Corporation, 
Manila, P. I., stock, bonds and debentures; Michigan United 
Railways, Jackson, Mich., first and refunding bonds; Port- 
land Railway, Light & Power Company, Portland, Ore., 
first mortgage bonds, and Porto Rico Railways, Toronto, 
Ont., general and refunding bonds. 

The issues having the most general market in London are 
those of the Cities Service Company and the Alabama 
Traction, Light & Power Company. It is probable that the 
Cities Service Company’s issues have suffered more than 
any other securities from the foreign liquidation, as they 
have been much more generally distributed abroad. Large 
blocks of both the common and the preferred stocks of this 
company were liquidated in New York during the last two 
weeks, forcing prices to a new low level. 

According to a circular sent to stockholders of the Cities 
Service Company, the directors have decided to defer the 
payment of further cash dividends until a reliable forecast 
ean be made of the outcome of the present strained condi- 
tion in the financial markets. The board feels that all cash 
resources of the company should be conserved. The decision 
of the board was undoubtedly hastened by the practically 
prohibitive rate of exchange now applying to dividend pay- 
ments abroad. Another meeting was set for Aug. 7 further 
to consider the matter of dividends in the light of the then 
existing situation. The board is planning to issue a weekly 
letter to the stockholders until normal conditions are estab- 
lished. ; ; 

In addition to the above stocks having a market both in 
New York and London, there are a number of stocks in 
Canadian companies traded in on the London Stock Ex- 
change which have their markets in Montreal and Toronto. 
Among these are Mexico Tramways, Mexico City, Mexico; 
Montreal (Que.) Tramways; British Columbia Electric 
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Railway, Ltd., Vancouver, B. C.; Quebec (Man.) Electric 
Railway; Brazilian Traction, Light & Power Company, 
Toronto, Ont., and several others. The closing of the Mont- 
real and Toronto exchanges left these stocks practically 
without a market and attempts made to sell them on the 
New York Stock Exchange were without much success. 
The Brazilian Traction, Light & Power Company, the larg- 
est of the above electric railways, having $1,041,772 of 
ordinary stock, slumped badly in Montreal on London 
selling. 

While public utility operators in the United States de- 
plore the events which have caused so many issues to be 
thrown back on the American market at ruinous discounts 
to the investor, they believe that with more settled condi- 
tions there will be no great difficulty in again establishing 
a foreign market for American public utility securities, 
for the foreign investor has been too well educated as to 
the value of such securities. 


Middle West Utilities Company 


The total earnings and expenses of the Middle West 
Utilities Company, Chicago, Ill., for the fiscal year ended 
April 30, 1914, follows: 


Income: 
Total income (including securities valued by the 


board ‘of directors at $362;3458)'). > ).1chm sheen $1,466,761 
Expenditure: 
Administration expense i). ki. ss eis cee tee $141,263 
Miscellaneous charges, including taxes, depreciation 
ef office’ furniture; Gtci, = 0 o nee einen ee eee 16,699 
Depreciation and losses on investments............. 7,096 
Total . 0. c!asvss ase ches stele > ale ole 3 ee nee $165,058 
$1,301,702 
Interest on three-year 6 per cent gold notes........... $146,829 
Other, interest. 2... 2. . .)Siezs syeuelenderticls elaine Seen eee 80,687 
Mo) 2 Rr PR Se $227,516 
! ; : $1,074,186 
Appropriated for writing off discount on three-year 
notes and expenses in connection with issue of capital 
StOEK. cee yee. Sire POO Or CO os 319d yon 75,000 
Available for dividends. .\. < jes ole es susie ene eee $999,186 
Dividends on preferred stock paid and accrued...... 566,925 
Balance carried to surplus.\. 4... cen eee $432,261 
Middle West Utilities Company’s proportion of aggre- 
gate surplus of subsidiaries.2. ac iene nents 147,416 
Combined surplus earnings accruing to company...... $579,677 


The report of the company states that its policy in keep- 
ing the junior securities of the subsidiary companies as far 
as possible in its own treasury is being continued, and 
its holdings of their preferred and common stocks has 
been greatly increased during the past year. During the 
year $3,500,000 of three-year 6 per cent collateral gold 
notes, dated June 1, 1913, and secured by the deposit of 
$4,667,000 par value of mortgage bonds of subsidiaries, 
were sold and the proceeds used for corporate purposes. 

The combined earnings of the various subsidiaries during 
the company fiscal year follow: 


Gross Carnings 1. )s.. «i = sh isvaiet detec cheieints Eien ae $7,345,350 
Operating expenses, including taxes.........5....... 5,036,696 
Net earnings from operation. -).o-2¢hee eee eee $2,308,654 
Fixed charges to outside holders..............+.++--- $908,032 
Interest on junior securities, dividends on stock and 
proportion of undistributed earnings due outside 
HOLES...) ss ssore ip wails a: sera lie toter oi etcne donee Rae nee ene 474,817 
Total deductions: ws. egeetaks oa tae eee $1,882,849 
Earnings accruing to securities owned by Middle West 
Utilities Company. %. «acleiaiets > cece channel arate ne neta eee $925,805 


Of the earnings as shown above $336,127 came into the 
company’s treasury as interest on bonds and debentures 
and $442,262 as dividends on stocks owned, leaving the 
balance of $147,416 as the company’s proportion of the 
surplus carried in the aggregate surplus accounts of the 
subsidiaries on their own books. It is stated that during 
the past year subsidiary operating companies were engaged 
in making considerable physical improvements to their 
property, from which they have not as yet received full 
benefit. They are at present serving an aggregate esti- 
mated population of between 900,000 and 950,000 people 
in 333 communities embraced in ten states. Among the 
companies controlled by this corporation are the follow- 
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‘ng: Central Illinois Public Service Company, Freeport // 
Railway & Light Company, Interstate Public Service Com- 
pany, Louisville & Northern Railway & Lighting Com- 
pany, Kentucky Utilities Company, Marquette County Gas 
& Electric Company, and Twin State Gas & Electric 
Company. 


Income Bonds and Injuries Reserves 


In view of the suit brought against the New York 
(N. Y.) Railways, charging the retention of excessive in- 
juries and damages reserves instead of the full payment 
of interest on income bonds, as noted in the ELECTRIC 
RAILWAY JOURNAL of Aug. 1, the report, just available, of 
a hearing held before the Public Service Commission for 
the First District of New York on May 14 is interesting. 
At this hearing officials of the company testified that the 
receiver of the old Metropolitan Street Railway had set 
aside a reserve of 8 per cent of the gross passenger revenue 
for injuries and damages and that the reorganized com- 
pany, the New York Railways, had continued this per- 
centage from Jan. 1, 1912, until the end of the calendar 
year 1913. 

In the latter half of this year the holders of the com- 
pany’s income bonds began their present complaint con- 
cerning the size of the reserves, and after a report on the 
subject by Ford, Bacon & Davis, the board of directors de- 
cided that 7% per cent of the passenger revenue was 
sufficient to provide for injuries and damages during 1913. 
In establishing this figure, the firm did not make any 
allowance for the factor of safety, but based its result 
upon the company’s experience during the last five years. 
A reduction of the 1913 reserve from 8 per cent to 7% 
per cent would have helped the income bondholders to the 
extent of one-quarter of 1 per cent, but the Public Service 
Commission ruled against this proceeding on the ground - 
that the railway had_no right to make the transfer until 
all the 1913 liabilities had been liquidated. 


Consolidation Approved in Youngstown 


The directors of the Mahoning & Shenango Railway & 
Light Company, Youngstown, Ohio, have approved a plan 
for unifying the corporate organization of the company, 
which now consists of thirteen electric railways and six 
electric light companies. Under the proposed plan the fol- 
lowing railways will eventually be consolidated with the 
Mahoning & Shenango Railway & Light Company: Mahon- 
ing Valley Railway, Mahoning Valley Southeastern Railway, 
New Castle Electric Railway, New Castle & Lowell Railway, 
New Castle & Mahoningtown Street Railway, Poland Street 
Railway, Sharon & New Castle- Railway, Sharon & New 
Castle Street Railway, Sharon & Wheatland Street Railway, 
Valley Street Railway, Wheatland Street Railway, Youngs- 
town Park & Falls Street Railway and Youngstown & 
Sharon Street Railway. 

An application has been filed with the Pennsylvania Pub- 
lic Service Commission for permission to acquire the stocks 
of the Pennsylvania companies owned by the Ycungstown- 
Sharon Railway & Light Company, and the Sharon & New 
Castle Railways, the capital stock of which is owned by the 
Youngstown-Sharon Railway & Light Company. On July 
16 the Ohio Public Service Commission granted an applica- 
tion to sell the property of the Youngstown Consolidated 
Gas & Electric Company to the Youngstown & Sharon 
Street Railway. The Pennsylvania Public Service Commis- 
sion has before it at the present time in other cases the 
question as to whether electric light companies in Penn- 
sylvania can be merged with electric railways. 


New Haven Directors Sued by Stockholder 


A suit for an accounting has been filed in the Federal 
District Court against the estate of J. P. Morgan and the of- 
ficers and directors of the New York, New Haven & Hart- 
ford Railroad as well as some of the former directors. The 
complainant is T. D. Clark, holder of twenty shares of New 
Haven stock. The plaintiff lays the blame for the alleged 
“looting” of the road at the door of a “triumvirate” consist- 
ing of the late J. P. Morgan, Charles S. Mellen and William 
Rockefeller. The suit calls for the appointment of a receiver, 
“not for the New Haven corporation, but to take charge of a 
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disbursement to stockholders of any moneys that may be re- 
covered by the stockholders through the suit.” An injunc- 
tion is sought to prevent the directors from authorizing fur- 
ther a diversion of $3,048,000 of the New Haven funds to 
cover up a deficit in the overhead charges and operating ex- 
penses of the New York, Westchester & Boston Railway, 
and the Connecticut and the Rhode Island electric railways. 


Albany Southern Railroad, Albany, N. Y.—The Public 
Service Commission for the Second District of New York 
has so amended a recent order authorizing the issue of 
$98,000 of bonds by the Albany Southern Railroad as to 
authorize the company to apply $2,500 of the proceeds to 
the purchase of an overhead coal conveying cable to its 
power plant at Stuyvesant Falls, and $7,500 for the pur- 
chase of a new electrical express car equipped with auxil- 
lary snow attachments. This sum of $10,000 was originally 
to have been expended for the construction of a track to 
the Stuyvesant Falls plant, which the cable conveyor will 
make unnecessary. 


American Light & Traction Company, New York, N. Y.— 
The gross earnings of the American Light & Traction Com- 
panay for the year ended June 30 were $4,415,611. Ex- 
penses amounted to $139,466, leaving $4,276,145 of net earn- 
ings. The total surplus earnings were $13,249,291, and 
after deducting $3,671,627 for cash and stock dividends, 
there was left a net surplus of $9,577,664. 


Chicago (Ill.) Elevated Railways.—The following par- 
ticulars have been made public regarding the reissue of 
$7,000,000 of ten-year 6 per cent debentures made in con- 
nection with the payment on July 1 of $30,000,000 of three- 
year 5 per cent notes. The debentures are dated July 1, 
1914, and due July 1, 1940, but redeemable in whole or in 
part when drawn by lot at par and interest on any interest 
date up to and including July 1, 1919, and thereafter ata 
premium of 2% per cent upon public notice in New York 
for at least four weeks prior to redemption. Interest and 
principal are payable in gold at the National City Bank of 
New York without deduction for any tax or taxes other 
than such as may be imposed upon the holders under the 
authority of any federal income tax laws under present or 
future legislation. Previous references to the refinancing 
of the $30,000,000 note issue were made in the ELEcTRIC 
RAILWAY JOURNAL of June 30 and July 11. 


Chicago & Interurban Traction Company, Chicago, Ill.— 
According to the operating statement of the Chicago & In- 
terurban Traction Company for the year ended Feb. 28, 
1914, the revenue from transportation was $209,811, as com- 
pared to $253,126 the year previous. Other revenues showed 
a slight decrease, while operating expenses increased from 


‘$127,272 in 1918 to $137,414 in 1914. Bond interest and 


taxes increased from $78,008 in 19138 to $79,123 in 1914, 
giving a net income of $76,474 in 1914, as compared to 
$50,101 in 1913. The balance sheet of the company shows 
that the cost of the property increased from $2,507,930 in 
1913 to $2,551,780 in 1914, and current assets from $25,393 
in 1913 to $42,375 in 1914. Bills payable increased $10,000 
in 1914, but the current liabilities showed a slight decrease, 
giving an increase in surplus of $52,474 for the year. 


Cincinnati (Ohio) Traction Company.—The report of the 
Cincinnati Traction Company to the city auditor for the 
quarter ended June 30 shows that the receipts for April were 
$440,918; for May, $478,417, and for June, $469,444, or a to- 
tal of $1,388,779. Of this the city received 6 per cent, or 
$83,327. For the same period last year the receipts aggre- 


gated $1,205,584. 


Columbus Railway, Power & Light Company, Columbus, 
Ohio.—At an adjourned meeting on July 29 the stockholders 
of the Columbus Railway, Power & Light Company, Colum- 
bus, Ohio, voted to approve the proposed increase in capital 
stock from $11,550,000 to $15,145,000 which was referred to 
in the ELEcTRIC RAILWAY JOURNAL of July 4 and July 25. 
This action of the stockholders, it is believed, will render 
possible a rearrangement of securities that will permit of 
making such improvements and extensions as are now needed 
to furnish increased service. More than three-fourths of the 
stock was voted in favor of the financing plan. The in- 
creased capitalization is to be issued in prior preferred stock 
to be exchanged for $3,145,000 of first consolidated mortgage 
forty-year 4 per cent bonds of the Columbus Railway Com- 
pany, and $450,000 of twenty-five-year 6 per cent mortgage 
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bonds of the Columbus Electric Company. It is understood 
that the company will ask the Public Utilities Commission 
for permission to issue $5,000,000 of bonds to be exchanged 
for other outstanding bonds and $500,000 to use for im- 
provements and extensions. The fixed charges of the com- 
pany will not be increased to any extent, as the interest 
charges on the additional bonds will be offset by the can- 
cellation of the floating debt made possible by a second 
assessment paid by stockholders. 


Commonwealth Power, Railway & Light Company, Grand 
Rapids, Mich.—The recent acquisition by the Commonwealth 
Power, Railway-& Light Company of the old Danville (Ky.) 
Gas Company’s franchise and plant is declared to be the 
first step in the extension of interurban railway service from 
Lexington to Danville. The announcement carried in the 
papers of the State results from the recent inspection visit 
of Samuel E. Wolff, of New York, and A. C. Blinn and 
¥. J. Haas, of Evansville, Ind., representatives of the Com- 
monwealth Power, Railway & Light Company, to Danville. 
The projected railway is to run through Boyle, Mercer and 
Jessamine counties, touching the county seats of Danville, 
Harrodsburg and Nicholasville.’ At the latter place it would 
connect with the existing line out of Lexington. 


Detroit (Mich.) United Railway.—In regard to the appli- 
cation recently made by the Detroit United Railway to the 
Michigan Railroad Commission for authority to issue securi- 
ties and for an appraisal, as noted in the ELEcTRIC RAILWAY 
JOURNAL of July 25, an officer of the company is quoted as 
follows: “The commission will begin soon the work of 
appraising the properties of the Detroit United Railway, 
the Detroit, Jackson & Chicago Railway, the Detroit, Mon- 
roe & Toledo Short Line and the Detroit & Port Huron 
Shore Line Railway. The appraisal will cover not only De- 
troit, but also the other cities served by the interurban lines. 
This appraisal will have nothing to do with that now under 
way in the city of Detroit. It is distinct and for a different 
purpose.” 

Hudson & Manhattan Railroad, New York, N. Y.—The 
Hudson & Manhattan Railroad has been authorized by the 
Public Service Commission for the First District of New 
York to issue $202,500 par value of first lien and refunding 
mortgage bonds. The bonds must be sold at not less than 
80, and $162,000 of the proceeds is to be used to reimburse 
the company for moneys expended from income or other 
moneys in the treasury not secured by or obtained from the 
issue of stocks, bonds, etc., and applied to construction, 
completion, extension or improvement of the company’s 
facilities. In addition $40,500 is to be allowed for the ex- 
penses of the sale of bonds but must be amortized by the 
company. 

Ithaea (N. Y.) Traction Corporation.—The Ithaca Trac- 
tion Corporation, which succeeds the Ithaca Street Railway 
and its receivers, as noted in the ELECTRIC RAILWAY 
JOURNAL of March 7 and April 11, was authorized by the 
Public Service Commission for the Second District of New 
York on Aug. 3 to give a mortgage to the Columbia- 
Knickerbocker Trust Company of New York for $2,000,000, 
to secure an issue of first refunding mortgage 5 per cent 
fifty-year gold bonds. To acquire all of the property of the 
Ithaca Street Railway $211,000 of the bonds and $400,000 
capital stock will be issued. In addition, $277,000 of the 
new bonds will be sold for cash at not less than 80, to net 
$221,600, for improvements. 

Kansas City Railway & Light Company, Kansas City Mo. 
Committees representing the holders of certificates of de- 
posit for the 6 per cent five-year collateral gold notes of the 
Kansas City Railway & Light Company, due Sept. 1, 1912, 
have decided that the holders are entitled to receive new cer- 
tificates or cash pursuant to the reorganization of the com- 
pany. Aug. 15, 1915, has been fixed as the closing date. 

London & Lake Erie Railway & Transportation Company, 
London, Ont.—The $30,000 of mortgage bonds, upon the 
issuance of which the shareholders of the London & Lake 
Erie Transportation Company are to vote Aug. 18, as noted 
in the Exvectric Ramway JOURNAL of July 25, are to be 
secured by a first mortgage covering such portion of the 
property now constructed and to be constructed as the di- 
rectors may decide. The proceeds are to be used for re- 
tiring $700,000 of first mortgage 5’s due 1950, for paying 
certain outstanding liabilities and for making authorized 
extensions and improvements. 
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Massachusetts Northeastern Street Railway, Haverhill, 
Mass.—Merrill Oldham & Company, Boston, have pur- 
chased $1,000,000 of twenty-year 5 per cent mortgage bonds 
of the Massachusetts Northeastern Street Railway. The 
proceeds of these bonds, the petition for whose authoriza- 
tion was noted in the ELECTRIC RAILWAY JOURNAL of Aug. 
1, are to be used for refunding the outstanding bonds of 
electric railways taken over by the company and for the 
payment of $130,000 of floating debt. The order of the 
commission authorizing these bonds was made in substitu- 
tion of an order dated Dec. 31, 1918, authorizing the same 
amount of bonds, none of which have been issued. 


New Orleans Railway & Light Company, New Orleans, 
La.—It is reported that the New Orleans Railway & Light 
Company has negotiations under way with the Louisville & 
Nashville Railway for the purchase of the Pontchartrain 
Railway extending from Pontchartrain Junction to Milne- 
burg, La., a distance of 4.96 miles. It is proposed to con- 
vert the road into an electric line. An enabling act to per- 
mit steam roads to be leased or sold to electric railways 
was recently introduced in the Louisiana Legislature. 


Pennsylvania Tunnel & Terminal Railroad, New York, 
N. Y.—The operating revenues of the Pennsylvania Tunnel 
& Terminal Railroad, which owns the North and the East 
River tunnels of the Pennsylvania Railroad, were $322,785, 
an increase of $11,459, for the year ended Dec. 81, 1913. The 
operating expenses, including $1,088,067 for taxes, amounted 
to $2,792,052, an increase of $109,559. There was an excess 
of expenses for the period of $2,469,266. Other income 
amounted to $542,424, giving a gross income deficit of 
$1,926,842. Mortgage interest amounted to $9C0 and hire of 
equipment $115,697, leaving a total deficit of $2,043,439. 
The total amount to the debit of profit and loss on Dec. 31, 
1913, amounted to $6,007,899. It is to be noted that the op- 
erating revenues of the company do not include any propor- 
tion of the revenues from traffic carried over this line and the 
Pennsylvania Railroad., The operating company paid all op- 
erating deficits. 

Portsmouth Street Railroad & Light Company, Ports- 
mouth, Ohio.—On Aug. 3 the Ohio Public Utilities Com- 
mission granted authority to the Portsmouth Street Railroad 
& Light Company to issue $250,000 of 6 per cent preferred 
capital stock and $500,000 of 6 per cent twenty-year bonds. 
The proceeds are to be used, it is understood, in extending 
the interurban line and making other betterments and im- 
provements. 


Southwestern Utilities Corporation, New York, N. Y.— 
The Southwestern Utilities Corporation, which controls the 
Southwestern Power & Light Company and through it the 
Paris Transit Company, Dallas, Tex., recently called for 
tenders on its five-year 6 per cent notes at not exceeding 
101 and interest, sufficient to exhaust $590,217 deposited 
with Bankers’ Trust Company, New York, trustee. Pro- 
posals for the sale of the notes had to be submitted to the 
trustee by Aug. 6, and notes purchased were delivered by 
Aug. 10, when interest on the notes purchased ceased. 


Titusville (Pa.) Electric Traction Company.—The ap- 
proaching sale of the Titusville Electric Traction Company 
by William J. Smith, receiver, noted in the ELECTRIC RAIL- 
WAY JOURNAL of Aug. 1, has been set for Aug. 25 at Titus- 
ville. All the rights, franchises and property of the line, 
running from Pleasantville through Titusville to Tryonville, 
will be sold. The sale will be subject to the liens of the 
mortgage of the company to E. T. Hazeltine, trustee, dated 
1898, for $100,000, and the mortgage to the Knickerbocker 
Trust Company, dated March 25, 1912, for $200,000. The 
terms of sale are 20 per cent of the amount of the bid at the 
time of sale and the remainder upon confirmation of sale and 
delivery of deed. 


Toledo, Bewling Green & Southern Traction Company, 
Findlay, Ohio.—At the annual meeting of the stockholders of 
the Toledo, Bowling Green & Southern Traction Company on 
Aug. 4, the following directors were elected: H. A. Rothier, 
F. C. Lawson, B. L. Kilgour, A. J. Becht, Charles Kilgour, 
Morris McGrew, A. J. Buvinger and Charles Blackburn, all 
of Cincinnati, and Charles F. Smith, of Findlay. The direct- 
ors then elected the following officers: President, B. L. Kil- 
gour; vice-president, Charles Kilgour; secretary-treasurer, 
A. J. Becht, and general manager, Charles F. Smith. 
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United Railways Investment Com mpany, San Francisco, 
Cal.—It is stated that the United Railways Investment Com- 
pany has been taking advantage of the low prices of its 
first lien 5 per cent collateral trust bonds to anticipate its 
sinking fund purchases. Bonds to the par value of $100,000 
have recently been purchased at an average price of 170, 
leaving $17,300,000 outstanding. The bonds have an annual 
sinking fund of $181,500, of which about $100,000 has been 
utilized. 


Virginia Railway & Power ae Richmond, Va.— 
The Virginia Railway & Power Company has applied to the 
New York Stock Exchange to list $750,000 of additional 
first refunding mortgage 5 per cent bonds, due 1934. 


Washington-Oregon Corporation, Vancouver, Wash.—On 
the petition of the Fidelity Trust Company, Philadelphia, 
the United States District Court at Tacoma, Wash., has 
appointed a temporary receiver for the Washington-Oregon 
Corporation, which operates on an electric line between 
Vancouver and Sifton (Vancouver division) and Centralia 
and Chehalis (Twin City division). The trust company 
is trustee for $5,000,000 of bonds which the corporation 
issued in April, 1911. Of this issue an amount of $1,563,000 
has already been sold. 


Dividends Declared 


Boston (Mass.) Elevated Railway, quarterly, 1% 
cent. 

Detroit (Mich.) United Railway, quarterly, 14% per cent. 

Lincoln (Neb.) Traction Company, quarterly, 1% per 
cent. 

Massachusetts Consolidated Railways, Greenfield, Mass., 
quarterly, 1% per cent, preferred. 

Pacific Gas & Electric Company, San Francisco, Cal., 
quarterly, 1% per cent, preferred. 
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ELECTRIC RAILWAY MONTHLY EARNINGS 
HOUGHTON COUNTY (MICH.) TRACTION COMPANY 


: Gross Operating Net Fixed Net . 
Period Earnings Expenses Earnings Charges Surplus 
im., May, “12 $24,177 *$15,669 $8,508 $5,357 $3,151 
Lie se 13 24,644 *15,108 9,536 5,630 3,906 
ee A 14 290,024  *177,505 112,520 67,219 45,301 
BAS uA a} 312; 743 *178,067 134,676 68,058 66,618 
JACKSONVILLE (FLA.) TRACTION COMPANY 
1lm., May, ’14 $76,647 *$44,571 $32,076 $12,561 $19,515 
wes re ris 59,834 *37,665 227169 11,185 10,984 
ye ef 14 727,976  *459,214 268,761 152,524 106,237 
Las tf a be) 586,487 *396,545 189,942 126, 303 63,639 
JOPLIN & PITTSBURG RAILWAY, PITTSBURG, KAN. 
Im, June; ) 714 $46,228 *$29,108 auy, 120 $12,542 $4,578 
bes ue Ai98) 47,895 *29,069 18,826 12,542 6,284 
L2 “¢ 14 582,166  —*360,230 221,936. 150)500 71,436 
12% K ig 560,285 *328,650 231,635 150,500 81,135 
LEHIGH VALLEY TRANSIT COMPANY, ALLENTOWN, PA. 
1Im., June, "14 $176,470 $78,197 $98,273 $57,697 $40,576 
ees e 13 148,222 75,043 713,179 67,518 26,661 
HO a 714 1,841,442 897,910 948,532 656,708 286,824 
ese "13 2,661.96 826,181 835,780" 584-590) 30ng1 
PORTLAND (MAINE) RAILROAD 
1lm., June, ’14 $93,108 *$55,584 $37,524 $20,143 $17,381 
pa “ "ilies 93,150 *62,817 30,333 alin Heh ig Se met ES a) 
LNs iy "14 «1,046,674 *642,867 403,807 247,561 156,246 
Tous ee "13" 1,007,479 > *% 12240 82965239" 225,003)  eiiecaG 
PORTLAND RAILWAY, LIGHT & POWER COMPANY, 
PORTLAND, ORE. 
1m., June, ’14 $530,974 *$283,049 $247,925 $183,987 $63,938 
1 y e fal 568,875 *291,684 277,191 171,538 105,658 
abe “A a "14 «6,701,878 *3,344,610 3,357,268 2,116,201 1,241,067 
12 Be 15 =—-6, 683,215 *3,310,139 3,373,076 1,851,786 1,521,290 
SAVANNAH (GA.) ELECTRIC COMPANY 
1m., May, ia $71,500 *$46,310 $25,190 $22,916 $2,274 
1 a a ae? 70,026 *45,209 34,817 22,d20 2,090 
12 :- se ee 844,556 "560,820 ) 283 tec 123, 7d2 10,025 
2 Bs 13 782,654 *562,086 220, 569 218,007 2,562 
TAMPA (FLA.) ELECTRIC COMPANY 
1m., May, ae $83,719 *$44,264 $389,455 $4,453 $35,002 
1 a 3 59,556 *38,158 31,398 4,528 26,87 
1/2ns s 14 921,648 %*511,968 409,680 55,776 358,904 
12 ie 13 771,585 *404,078 367,457 54,977 312,480 
TWIN CITY RAPID TRANSIT COMPANY, MINNEAPOLIS, 
MINN. 
lm., June, ’14 . $790,335 *$392,533 $397,801 $225,274 $172,527 
3 Ie fe "1:3 754,495  *363,242 391/253 232,097 159,156 
(py es 14 44,517,553 bt 386,708 2,180,845 1,358,557 772,288 
‘Zz s 13. 4,230,531 *2,166,225 2, 064, 306 1, 401, 440 662,866 


*Includes taxes. 
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Traffic and Transportation 


The I. C. C. Hearing at Peoria 


At the hearing before the Interstate Commerce Commis- 
sion at Peoria, Ill., on July 14 evidence was introduced by 
the Chicago, Ottawa & Peoria Railway that it was an inter- 
state carrier and engaged in the business of handling freight, 
passengers and express in interstate commerce; that it had 
entered into negotiations with steam railroads to be joined 
as party defendants for obtaining through routes and 
through joint rates in connection with these several de- 
fendants, so that traffic originating upon or consigned to 
.points and industries on the line of the Chicago, Ottawa & 
Peoria Railway could be handled in connection with these 
lines. It appeared from the testimony that under present 
conditions it is impossible for a shipper to ship his product 
satisfactorily over the Chicago, Ottawa & Peoria Railway, 
as in most cases the shipper would have to pay the full 
local rate to the point of interchange with the steam line 
and the local rates from such point of interchange to the 
point of destination. 

Among the principal shippers represented at the hearing 
were A. Bryant & Sons Nursery, Princeton; C. A. Omen 
Lumber & Coal Company, Princeton; Morris Grain Com- 
pany, Morris and Wilson Siding, Ill., and the General Roof- 
ing Manufacturing Company. All of these shippers testi- 
fied that they were either entirely dependent upon the Chi- 
cago, Ottawa & Peoria Railway for handling their business, 
inbound and outbound, or were penalized by the lack of 
through routes, being compelled to pay a switching charge 
or cost of hauling their traffic from 1 to 3 miles to the 
nearest steam railroad station. It was shown by the testi- 
mony of these witnesses that in case through routes and 
joint rates were put into effect, the shippers would save 
several thousand dollars a year in switching charges and 
the cost of hauling. It was also brought out that in certain 
instances the steam lines had stated as their reason for 
refusing to establish through routes as requested that they 
had no interchange relations with railroads operated by 
electricity. 

The matter will be taken under advisement by the com- 
mission. Both parties have been required to submit briefs. 
It is not expected that the case will be determined by the 
Interstate Commerce Commission before late in the fall. 


Interurban Traffic in Milwaukee 


Statistics of the Milwaukee Electric Railway & Light 
Company for 1913 and 1914 show the following average 
daily number of interurban cars operated in and out of the 
Public Service Building, Milwaukee, Wis., by months: 


1913 1914 
Heed Tam MCe ee TUE aN atfos fatisyar ancl ah? ais gah sueyehe. pina e ooace sieves 242 232 
Lote ahOr PATI 6.0 ox SOI RIC CERGIGH ETS CRED OCR ROR UTE IIR een nan 244 226 
Ader LEMS  emeter ay teeta incite sv errefor susie: Gers s.4) v.10 ,actalie’ he 246 230 
BON neem We A ole ary arta c leyaitd) side Vicbace ais «| piel sl ayaa vie 252 242 
THIEN = /Sic. OSE, oN oth Ghcch OOo rs ORO RENOIR © GRE Cnn ean IC 296 316 
Spt eae a eens Ue EGTA ay. eOP TS ole elas siete (ela el elias eS ie les 400 328 
Bain mee WOE Me tea SEAT Sa) og ual’o.zs) 5 “oidusliatvehe! ON: wal % dce\'e ed si" 418 380 
ES SUVS 5 Sr aca Bite Gadd Globe ICIS oho ERE ace er ce 400 ine 
SIA VC IONE et a sclera le oie t ite fsnarauclee «ee anise eleye we 332 
OSHC EIRP aren eae ati aiicde iain as) oye ela ie 6 ol’s lore Wile, ie ere'e aes 278 
NGA Ce em ee ae ou oils Ue sialic ta) Mila, 21 dja) al’e team su (eis «oe md 246 ons 
[DECEIVE 6 a5 oie cles eh Otca cRenaie Eee RG RDM CnC Gn ee cree iar ane) 232 BeAr 


The maximum number during any day during 1914 wa 
548. 


Rhode Island Company Denies Fare Increase Is Excessive 


The Rhode Island Company, Providence. R. I., has filed 
with the Public Utilities Commission of Rhode Island its 
answer to the complaint of the City Council of Woonsocket 
against the Woonsocket Street Railway relative to the fare 
charged between Manville and Fairmount. The company 
admits that it charges two 5-cent fares but denies that 
the distance between Manville and Fairmount is approxi- 
mately 5 miles and avers that the distance is 7.57 miles. It 
admits that a 5-cent fare is collected between Manville and 
a point in Main Street near the center of Woonsocket and 
says that for passengers who have come from points beyond 
the limits of Woonsocket another fare is charged from 
Woonsocket to Fairmount. It avers that passengers board- 
ing cars in Woonsocket are charged only one 5-cent fare in 
the Woonsocket, Cumberland line and Fairmount district, 
4.84 miles. In short, the company contends that the condi- 
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tions surrounding the Fairmount line will naturally adjust 
themselves when the territory is developed sufficiently and 
that owing to recent increases in operating expenses, due 
particularly to the new scale of wages granted to employees 
in July, 1913, and the recent renewal of tracks in Woon- 
socket and elsewhere, much of which was renewed not be- 
cause of its poor condition but because of municipal require- 
ment, the company is in a position where it can ill afford 
to grant or meet concessions that would in any way reduce 
its revenues. 


Rock Island Southern May Use Terminal.—The Illinois 
State Public Utilities Commission has ruled that the Chi- 
cago, Burlington & Quincy Railroad has no right to exclude 
the Rock Island Southern Traction Company from terminal 
facilities at Galesburg, III. 


Reduction in Fare in Marquette——The Marquette City & 
Presque Isle Railway, Marquette, Mich., began the sale of 
six tickets for 25 cents on Aug. 2, in accordance with the 
terms of the ordinance under which it operates. The com- 
pany has charged a straight 5-cent fare for the last five 
years. 

Peculiar Heat Prostration in Louisville-—Overcome by the 
recent heat in Louisville, Ky., reaching 112 deg., a motor- 
man on a Bank Street car of the Louisville Railway fainted. 
His car ran nearly a block before an inspector who chanced 
to be on board noticed that the motorman was incapacitated 
and stopped it. No harm was done to the passengers of 
the car. 


New Ticket Plan on Connecticut Line——The Hartford & 
Springfield Street Railway, Warehouse Point, Conn., has de- 
cided to give a six months’ trial to the plan of selling a 
book of 100 tickets for $5 without regard to any time limit. 
These tickets will be issued to each patron individually and 
will be non-transferable and good until used. They will be 
on sale in each community served by the company and it 
will also be possible to obtain them by application to the 
conductors. 


Increase in Average Length of Car Service—A new 
schedule for the Mahoning & Shenango Valley Railway has 
been approved by the City Council of Youngstown, Ohio, 
and an ordinance will shortly be introduced to make it 
effective. Under this schedule the average length of service 
of all cars on all lines will be twenty hours and forty-eight 
minutes, or eighteen minutes longer than before. This is 
one of several changes being made by the railway to im- 
prove the local service. 


Railway Men as Automobile Spotters.—Charles S. Hub- 
bard, director of public safety of Pittsburgh, Pa., wrote a 
letter recently to P. N. Jones, general manager of the Pitts- 
burgh Railways, suggesting a plan of co-operation by which 
the operating employees would aid the police by reporting 
the numbers of automobiles operated by drivers who persist 
in running by street cars which are taking on or discharging 
passengers, or who otherwise take chances which endangers 
the lives of persons in the automobiles or the passengers on 
the cars. 


No Excess Fare on Brooklyn Rapid Transit.—The Brook- 
lyn (N.Y.) Rapid Transit Company has been ordered by the 
Public Service Commission of the First District of New 
York to cease collecting an extra nickel from Rockaway 
Beach passengers who fail to buy through tickets. Such 
passengers are charged 5 cents to pass through the turn- 
stiles, and then a 15-cent fare to Manhattan. The company 
is ordered to stick to the 15-cent rate, the commission hold- 
ing that the law providing that steam railroads may coilect 
excess fare when tickets are bought on a train does not 
apply to rapid transit lines. 

Decrease in Electric Railway Fatalities——The report of 
the National Highways Protective Society shows that 141 
children were killed by vehicles in the streets of New York 
City since Jan. 1; twenty-three of them during July. Since 
the first of the year automobiles killed seventy-five children, 
trolleys twenty and wagons forty-six. Street fatalities in 
July totaled forty. Col. Edward 8. Cornell, secretary of the 
society, says that electric railway fatalities are decreasing. 
Deaths by vehicular traffic in Manhattan are the lowest since 
July, 1908, but in Brooklyn there has been an increase, es- 
pecially in automobile fatalities. 
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Opinion Concerning Regulation of Seats for Passengers.— 
David O. Mastings, city solicitor of Wilmington, Del., has 
rendered an opinion to the City Council relative to a pend- 
ing ordinance requiring electric railways to provide seats 
for all passengers. Mr. Mastings states that if any city 
body has jurisdiction in the premises it is the Board of 
Public Utility Commissioners and not the City Council. In 
his opinion the commission can enact such regulation if 
reasonably drawn. He is of the same belief relative to a 
section of the ordinance prohibiting waits of more than ten 
minutes between cars, but in each case contingencies would 
have to be provided for. 4 


Illinois Traction System Employees’ Picnic.—The em- 
ployees of the Illinois Traction System, Peoria, IIl., and of 
the Urbana & Champaign Railway, Gas & Electric Com- 
pany, a subsidiary utility, held their annual all-day picnic 
on July 23 at Homer Park. About four hundred persons, 
mostly employees and their families, were present. They 
were transported to the picnic grounds in seven interurban 
cars, which left Champaign at 9 a. m. and returned at vari- 
ous times during the evening. The picnic was in charge 
of H. J. Pepper, general superintendent of the Urbana & 
Champaign Railway, Gas & Electric Company, and the ex- 
penses were paid by the Illinois Traction System. 


Reduction in Duluth Fare Upheld.—Judge Stevens in the 
Circuit Court of Dane County has affirmed the order of the 
Railroad Commission of Wisconsin requiring the sale of six 
tickets for 25 cents by the Duluth-Superior Traction Com- 
pany in Duluth. The company contended that the 5-cent 
fare was stipulated in the franchise and could not be re- 
voked by the Railroad Commission. Judge Stevens cited the 
Milwaukee fare case in overruling this order and added 
that “the wording of the Superior franchise more clearly 
indicates that the provision as to a 5-cent fare is merely a 
limitation on the amount of the fare that may be charged 
than did the language under consideration in the Milwaukee 
case.” 

Cannonball Express on Interurban Line.—Officials of the 
Chicago, South Bend & Northern Indiana Railway, South 
Bend, Ind.; the Union Traction Company of Indiana, Ander- 
son, Ind.; the Winona Interurban Railway, Warsaw, Ind.; 
the Southern Michigan Railway, South Bend, Ind.; the Ben- 
ton Harbor & St. Joseph Railway & Light Company, Ben- 
ton Harbor, Mich., and the Wells-Fargo Express Company 
decided at a recent conference in Warsaw to institute on 
Aug. 2 the “Cannonball Express,” a limited interurban fast 
freight between Indianapolis, Ind., and Benton Harbor, 
Mich. Through express cars leave Indianapolis at 7 p. m. 
and arrive at Benton Harbor at 10.30 a. m. the next day. 
Trains leaving Benton Harbor at 5 p. m. arrive at Indian- 
apolis at 5.10 the next morning. This is said to be the fast- 
est interurban service of its kind in the Central West. 


Changes in Fare Ordered on Long Island Line.—The Pub- 
lic Service Commission of the Second District of New 
York, has issued an order requiring certain changes in fares 
on the New York & Long Island Traction Company’s lines 
through Floral Park, New Hyde Park, Garden City Estates 
North, Mineola and vicinity. The commission has ordered 
the company to extend its local fare limit in New Hyde Park 
to Seventh Street. The commission has also ordered the 
company to sell its return trip tickets between Mineola and 
the New York City line on its cars or else to provide more 
agencies for their sale. At present there are agencies in 
Mineola and in Floral Park, but all persons boarding the 
cars at other than these points cannot avail themselves of 
the 15-cent return rate. The company is given thirty days 
to decide which of these alternatives for the further sale of 
round-trip tickets it will accept, and the case in this respect 
is kept open. The order of the commission becomes effec- 
tive on Aug. 15. 


Suspension of Proposed Fare Increase Ordered.—The 
Public Service Commission of Massachusetts has issued an 
order suspending the proposed change in the rate of fare 
for passengers on the Middlesex & Boston Street Railway, 
Newtonville, Mass. The proposed change in the fare was 
to have become effective on Aug. 3, 1914, as follows: 6 cents 
for every ride between any two fare limits, wherever situ- 
ated, with an additional charge of 1 cent for every transfer 
issued. The commission has ordered that the operation of 


ELECTRIC RAILWAY JOURNAL 


[VoL. XLIV, No. 6 


the new schedule be suspended and that the use of the new 
rates an charges be deferred until Oct. 1, 1914, unless other- 
wise ordered by the commission. The request by the com- 
pany to be allowed to raise its tariff came as a result of the 
recent dispute between the line and its employees, and the 
decision of a board of arbitration that the carmen are en- 
titled to a 15 per cent raise and back pay from June 1, 1918. 
It is estimated that the award will cost the company about 
$25,000 for back pay and about the same amount each year 
in addition to the amount heretofore paid for wages. 


Express Service in District of Columbia——The Public 
Utilities Commission of the District of Columbia has re- 


ceived requests from the public and applications from the | 


street railways to install express service on certain lines. 
Conferences were held with representatives of the companies 
with a view to removing certain objections made by the 
public to the present methods of operating express cars in 
the District of Columbia. The commission says that the 
object of express service on a line is to segregate short- 
haul and long-haul passengers during the rush hours of 
traffic and that the necessity for this class of service exists 
only in the case of traffic on interurban lines from the cen- 
ter of the city towards the suburbs and on suburban lines. 
A trial was made of express service on the routes and under 
the conditions specified by the commission, and as this triai 
resulted in an improvement in the service and the com- 
panies concerned expressed their satisfaction with the pro- 
visions of the order establishing the experimental service, 
the commission has modified the order and made it a per- 
manent one. 


Massachusetts Commission on Car Equipment.—The 
Massachusetts Public Service Commission has issued a 
statement upon the petition of the executive committee of 
the conference board of street railway employees of 
Massachusetts relative to the equipment of cars with suit- 
able wheelguards, fenders, heated glass vestibules and air 
brakes. The commission points out the tendency to equip 
all except light cars operated at slow speeds with air brakes 
and the use of fenders under the supervision of the board. 
With respect to heated vestibules and glass wind shields, 
the commission states that it would not be justified in re- 
quiring companies to furnish facilities for heating all car 
vestibules in winter or in providing glass vestibules or wind 
shields on all open cars. It appears that while very few 
vestibules are heated, a number of companies have provided 
wind shields on many of their open cars, and there are 
some long-distance high-speed lines on which heated vesti- 
bules on box cars in the winter and wind shields or glass 
vestibules on open cars in the summer may be required. 
The commission informs the petitioners that it will continue 
its studies along this line. 


Hearing on Berkshire Street Railway Fares.—A hearing 
was held by the Massachusetts Public Service Commission at 
Boston on July 28 upon the petition of the town of Cheshire 
for a reduction in fares between Cheshire and Pittsfield on 
the Berkshire Street Railway, Pittsfield, Mass. Criticism 
was directed against the existing 15-cent fare in comparison 
with a 10-cent fare in force between Cheshire and North 
Adams during morning and afternoon rush hours. Bentley 
W. Warren, for the company, pointed out that on some parts 
of the line the fares are already too low. Cheshire has a 
population of 2000, and the fares are about 1.5 cents per 
mile on the Berkshire system. Mr. Warren contended that 
this rate is not too-high. The steam railroad fare between 
Cheshire and Pittsfield is 20 cents. Outside of so-called 
workingmen’s hours the fare to North Adams is 15 cents. 
Commissioner Anderson said that where only a few persons 
travel a higher fare is a necessity. He suggested the de- 
sirability of operating workingmen’s cars into and out of 
Pittsfield morning and night. Mr. Warren brought out the 
point that the company is about to attempt a revision of 
fares over its system as a whole, and urged the commission 
to permit a trial at the new rates before ordering a change 
on the basis of the petition. The company also intends to 
take up the question of safeguarding its high-tension line 


construction in Cheshire, and is endeavoring to reduce the 


noise of the rotary converters in its local substation. In 
closing the hearing, Commissioner Anderson favored post- 
poning action until the above changes have been effected. 
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Personal Mention 


Mr. Thomas L. Wolfe has resigned as acting rate clerk 
of the Illinois State Public Utilities Commission. 

Mr. Frederick J. MacLeod has been elected chairman of 
the Public Service Commission of Massachusetts. 

Mr. C. A. Smith resigned recently as auditor of the Chi- 
cago, South Bend & Northern Indiana Railway, South Bend, 
imavele 

Mr. W. F. Breese has recently been appointed master me- 
chanic of the Columbus (Ga.) Railroad, to succeed Mr. H. K. 
Jarvis. 

Mr. A. C. Mann has succeeded Mr. J. C. Kuhns as pur- 
chasing agent of the Kensington & Eastern Railroad, Chi- 
cago, Ill. 

Mr. H. G. Kessler has been appointed auditor of the 
Springfield (Ill.) Consolidated Railway, to succeed Mr. J. 
Benedict. 

Mr. R. A. Clark has been elected treasurer of the Water- 
bury & Milldale Tramway, Waterbury, Conn., to succeed 
Mr. E. S. Todd. 

Mr. W. T. Lamb has been appointed auditor of the Gales- 
burg & Kewanee Electric Railway, Kewanee, IIl., to succeed 
Mr. W. H. Epps. 

Mr. W. O. Hoover has been appointed secretary of the 
Center & Clearfield Railway, Phillipsburg, Pa., to succeed 
Mr. F. E. Taylor. ' 

Mr. J. C. Morton has been appointed chief engineer of the 
Pacific Power & Light Company, Astoria, Ore., to succeed 
Mr. D. F. McGee. 

Mr. L. W. Jacques has resigned as master mechanic of 
the Rockford & Interurban Railway, Rockford, Ill., to en- 
gage in other business. 

Mr. J. M. Anderson has been appointed chief engineer of 
the power station of the Pensacola (Fla.) Electric Company, 


-to succeed Mr. H. Harley. 


Mr. A. N. Pearce has been appointed superintendent of 
the Center & Clearfield Railway, Phillipsburg, Pa., to suc- 
ceed Mr. H. J. Thompson. 

Mr. J. E. Vaughn has been appointed purchasing agent 
of the Shore Line Electric Railway and the Norwich & 
Westerly Traction Company, Norwich, Conn. 

Mr. W. H. Acker, formerly electrical engineer of the 
Shenango Railway & Light Company, Youngstown, Ohio, 
has been appointed transmission engineer of the West Penn 
Traction Company, Pittsburgh, Pa. 

Mr. W. W. Waterson has been appointed superintendent 
of the Peoria division of the St. Louis, Springfield & Peoria 
Railroad, included in the Illinois Traction System, with 
headquarters at Mackinaw Junction, Ill. 

Mr. H. S. Curry has been appointed chief dispatcher of 
the Illinois Traction System, with headquarters at Staunton, 
Tll., to sueceed Mr. Edward R. Heine, who has been -pro- 
moted, as noted elsewhere in this column. 

Mr. A. S. Bergschneider has been appointed superintend- 
ent of the Illinois Central Traction and the Bloomington, 
Decatur & Champaign Northern Divisions of the Illinois 
Traction System, with headquarters at Decatur, Ill. 

Mr. E. N. Sanderson has been elected’ president of the 
Tucson (Ariz.) Rapid Transit Company to succeed Mr. C. C. 
Chappelle. Mr. Sanderson has also been elected president of 
the Hot Springs (Ark.) Street Railway, to succeed Mr. C. C. 
Chappelle. 


Mr. B. E. Bramble, general auditor of the Illinois Trac- 
tion Company, Champaign, IIl., has also been appointed 
general auditor of the Western Railways & Light Com- 
pany, Champaign, IIl., succeeding Mr. W. J. Achelpohl, who 
has been appointed to another position with the same com- 
panies. 

Mr. F. R. Edmonston has been appointed superintendent 
of transportation of the Illinois Traction System, Peoria, 
Ill, having jurisdiction over all lines west and north of 
Decatur, and south of Springfield, with headquarters at 
Springfield, Ill. 

Mr. W. J. Achelpohl, general auditor of the Western 
Railways & Light Company, has resigned that position to 
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become Supervisor of operating expenditures of both the 
Illinois Traction Company and the Western Railways & 
Light Company. 

Mr. Edward R. Heine has been appointed superintendent 
of the Springfield and the St. Louis divisions of the St. 
Louis, Springfield }& Peoria Railroad, included in the Illinois 
Traction System, with headquarters at Staunton, IIl., suc- 
ceeding Mr. J. C. Ferritor, resigned. 


Mr. C. E. Warwick has resigned as superintendent of the 
Fort Wayne & Northern Indiana Traction Company’s city 
lines in Fort Wayne, Ind., to become superintendent of the 
railway department of the Vicksburg Light & Traction Com- 


pany, Vicksburg, Miss., which is controlled by the Ellison- 
Clifford Company. 


Mr. George U. G. Holman, New York and Boston, recently 
resigned as an officer and director in the South Fork-Portage 
Railway, Johnstown, Pa., though retaining a substantial 
interest in the company. Mr. Holman will take a rest before 
engaging in any other undertaking. He promoted and nearly 
completed the construction of the road mentioned and it 
will be finished by local interests. 


Mr. Ludwig Spangler, director of the Vienna Municipal 
Tramways, has been elected vice-president of the Austrian 
Association of Local & Light Railways. Mr. Spangler is a 
keen student of American transportation practice, the 
Vienna tramways being the first European railway to oper- 
ate cars with separate passages for entrance and exit. At 
the present time Mr. Spangler is conducting some interest- 
ing experiments with double-deck and electric trailer 
operation. 


Mr. George W. Bishop, who retired recently as a member 
of the Public Service Commission of Massachusetts, has 
been appointed chief of the inspection bureau of the com- 
mission. In the eighteen years that he sat as a member 
of the Railroad Commission and then for thirteen months 
more as a member of the Public Service Commission, Mr. 
Bishop gave special attention to the physical inspection of 
railroads and street railways. He has also traveled ex- 
tensively at home and abroad to study railroad building 
and upkeep. The inspection bureau of the commission is 
now more distinctly a department than it has been before. 
It has been considerably enlarged since the creation of the 
Public Service Commission. 


Mr. R. L. Caldwell has been appointed superintendent of 
the Warren-Bisbee Railway, Warren, Ariz., to succeed Mr. 
Jesse Yoakum. Mr. Caldwell was formerly superintendent 
of transmission line construction for the Black Mountain 
Mining Company, Magdalena, Sonoro, Mexico, and assistant 
manager of the Bisbee (Ariz.) Improvement Company. He 
later became superintendent of construction for the Warren 
Company during the building of the Warren-Bisbee Railway, 
and afterwards superintendent of the operating department. 
This position he left to go with the Northern Contracting 
Company as superointendent of construction on the hydro- 
electric development at Tallulah Falls, Ga., for the Georgia 
Railway & Power Company. Upon the completion of this 
plant he returned to the Warren-Bisbee Railway to take 
charge of rebuilding. 

OBITUARY 


McKendree Hayes Chamberlin, for four years secretary of 
the Illinois State Railroad & Warehouse Commission, died 
recently at Los Angeles, Cal. He was a former president 
of McKendree College at Lebanon, Ill. 


J. R. McLain, who was connected with the electrical de- 
partment of the H. W. Johns-Manville Company, New York, 
for a number of years, died at the Hahnemann Hospital, 
New York, on July 28. The remains were removed to 
Cincinnati, Ohio, for interment. 


John Wilkie Harper, superintendent of transportation 
of the Manhattan & Queens Traction Corporation, Long 
Island City, N. Y., died on Aug. 1, following an operation. 
Mr. Harper was born in Scotland forty-two years ago, and 
had been superintendent of transportation of the Manhattan 
& Queens Traction Corporation for the last two years. 
Before that he was with the predecessor company, the South 
Shore Traction Company. He had previously been in the 
employ of the Union Railway, the Brooklyn Rapid Transit 
System, the Metropolitan Street Railway, Kansas City, and 
in 1906 was with the United Railroads, San Francisco, dur- 
ing the reconstruction after the fire. 
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Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
ported. 


RECENT INCORPORATIONS 


*Cairo, Pelham & Moultrie Railway, Pelham, Ga.—Char- 
tered in Georgia to build an interurban railway from Pel- 
ham to Moultrie, 50 miles. Capital stock, $75,000. In- 
corporators: J. J. Hill and D. Turner, Pelham; Mrs. B. H. 
Polk, Ochlochnee; T. H. Hester and J. T. Forester, Cairo, 
Ga.; J. M. Mize, J. L. Prince, W. McCord and D. W. Jones, 
Meigs, Ga. 

*Westmoreland (Kan.) Interurban Railroad.—Incorpor- 
ated in Kansas to take over the old Kansas, Southern & 
Gulf Railroad, which extends from Westmoreland to Blaine, 
a distance of 11 miles. This line will be operated as a 
‘gasoline railroad. Capital stock, $40,000. Incorporators: 
Charles E. Morris, J. W. Arnold and J. N. St. John, West- 
moreland; A. C. Wheeler, Garden City; O. C. Collman, Lin- 
coln, Neb.; J. E. Smith and S. E. Smith, Beatrice, Neb. 


Casper (Wyo.) Street Railway.—Chartered in Wyoming 
to build an electric railway in Casper from the Burlington 
depot to the southern boundary of Casper, via the Butler 
addition and McKinley Avenue, to connect with a crosstown 
line which extends from Capitol Hill to the Midwest re- 
finery. It is planned to use storage-battery cars. Capital 
stock, $100,000. Officers: John Fleming, Casper, president 
and treasurer; Harley B. Beagle, vice-president and secre- 
tary; E, Richard Shipp, general attorney, and Joseph G. 
Spangler and Charles T. Lynch, directors. [E. R. J., Nov. 
29,7135] 

FRANCHISES 


*Phoenix, Ariz.—R. W. Martin, Phoenix, has asked the 
Council for a franchise to build an electric line on Van 
Buren Street and thence south on First Avenue to the city 
limits in Phoenix. 

Clovis, Cal—The Fresno Interurban Railway has re- 
ceived a franchise from the Council along Woodward 
Avenue and Ninth Street to the Southern Pacific depot in 
Clovis. 

San José, Cal.—The San José Railway has received a 
franchise from the Board of Supervisors from East San 
José to Kirk Avenue in San José. 

Wilmington, Del.—The Wilmington & Philadelphia Trac- 
tion Company has received a franchise along the boulevard 
in Wilmington from Twenty-second Street to Concord 
Avenue, thence along Concord Avenue to Washington Street 
and back along Washington Street to Twenty-second Street, 
completing a loop. 

Clearwater, Fla.—C. H. Evans, Clearwater, has received 
a franchise from the Council to build an electric railway in 
Clearwater. 


Cedar Rapids, Ia.—The Waterloo, Cedar Falls & North- 
ern Railway has received a franchise from the Council in 
Cedar Rapids. It is also given the right to operate its 
lines over all the lines now used by the Iowa Railway & 
Light Company in Cedar Rapids. 

Kansas City, Kaw Valley & Western Railway, Bonner 
Springs, Kan.—Plans are being made by this company to 
begin work at once on the extension from Bonner Springs 
to Lawrence. 


Boston, Mass.—The Dedham & Medway Street Railway 
has received permission from the Public Service Commis- 
sion to extend its railway into the towns of Medway and 
Franklin and to exercise the franchise rights of the Ded- 
ham & Franklin Street Railway and the old Medfield & 
Medway Street Railway, through Medway and Franklin in 
connection with a plan to reopen and operate the electric 
fine between these towns. The Dedham & Medway Street 
Railway has been organized as a successor to the Dedham 
& Franklin Street Railway. [E. R. J., June 27, 714.] 

Springfield, Mass.—The Springfield Street Railway has 
received a franchise from the Council to extend its line on 
North Fountain Avenue from the present line of the com- 
pany on McCreight Avenue at the intersection of McCreight 
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Avenue and North Fountain Avenue to the Home Road in 
Springfield. 

Worcester, Mass.—The Worcester Consolidated Street 
Railway has asked the Board of Aldermen for permission to 
relay its tracks in Pleasant Street and also for a relocation 
of tracks at Grafton Square and in Main Street near Curtis 
Street in Worcester. The company is asked to consider 
plans for an extension to include Sixth Street and Mechanic 
Street, thus making a loop in the east side of Worcester. 


Newark, N. J.—The Public Service Railway has asked 
the Council for franchises to extend its lines in Newark. 
A new line on Rector Street from Broad Street to Park 
Place is planned. 


Morrisville, N. J.—The Bucks County Interurban Rail- 
way, Trenton, has received a franchise from the Council to 
extend its tracks on Trenton Avenue from the river bridge 
to Pennsylvania Avenue in Morrisville. 


Portland, Ore.—The substitute franchise sought by the 
Portland & Oregon City Electric Railway has been granted 
by the City Council in Portland, and after it is advertised 
for a period of a few weeks it will be acted upon by the 
Council. The new franchise proposes to allow the com- 
pany to come into Portland from the south on a considerable 
portion of East Twenty-fourth Street. Another franchise 
sought by the same company giving it the right to operate 
lines through the downtown business section and portions 
of the central east side, then north to the Columbia River 
is now pending. Should both franchises be granted a com- 
plete system will be in operation competing with the Port- 
land Railway, Light & Power Company. 


Avoca, Pa.—The Wilkes-Barre Railway has received a 
franchise from the Council to extend its tracks through 
West Avoca to the Lehigh Valley Railroad tracks. Plans 
are being made to begin work on this extension at once. 


TRACK AND ROADWAY 


Pine Bluff (Ark.) Company.—Plans are being made by 
this company to extend the tracks on East Sixth Avenue, 
from Ohio Street, the present terminus, to Wisconsin 
Street in Pine Bluff. 


Northern Electric Railway, Chico, Cal—The roadbed be- 
tween Woodland and Sacramento is being ballasted and 
the bridges on the entire route will be renewed and strength- 
ened. 


Pacific Electric Railway, Los Angeles, Cal.—The line be- 
tween El Segundo and Los Angeles has been placed in op 
eration by this company. t 

Visalia (Cal.) Electric Railroad.—Work has been begun 
by this company on the 3-mile extension from Wood Lake 
to the base of the foothills in Tulare County. 


Denver (Col.) Tramway Company.—Within the next 
week this company plans to award a contract for the 
wrecking of a steel viaduct 3000 ft. in length. The viaduct 
contains about 700 tons of metal. This metal will be sold 
to the highest bidder within the next thirty or sixty days. 
The timber stringers and ties will also be disposed of to 
the highest bidder. The company plans to build a larger 
new viaduct. 


Connecticut Company, New Haven, Conn.—Plans are 
being considered by this company for a line on Roseland 
Avenue in Waterbury. 


Pekin (Ill.) Street Railway.—The directors of this rail- 
way have perfected their organization by the election of 
the following officers: W. E. Lautz, president; Richard 
Luick, vice-president; J. M. Rahn, secretary and treasurer. 
[E. R. J., Aug. 1, ’14.] 

Augusta & Livermore Street Railway, Augusta, Maine. 
—WNo definite plans have- yet been decided upon by this 
company to build its electric railway to connect Augusta, 
Manchester, Winthrop, Readfield, Mount Vernon, Fayette, 
Chesterville and Livermore. Charles P. Hatch, Augusta, is 
interested. [E. R. J., April 12, ’14.] 


Minnesota Northwestern Electric Railway, Minneapolis, 
Minn.—Grading has been completed by this company on its 
line from Thief River Falls to Goodridge, 20 miles, and 
track has been laid between Thief River Falls and Silverton, 
5 miles. Daniel Shaw, Thief River Falls, president. [E. 
R. J., April 25, 714.] 


Andrews, president. 
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St. Louis & Western Traction Company, St. Louis, Mo.— 
Plans have not been definitely decided when construction 
will be begun by this company for its 40-mile electric line 
between St. Louis and Gilmore. James D. Houseman, 701 
Roe Building, St. Louis, president. [E. R. J., May 24, ’13.] 

Big Horn Canyon Irrigation & Power Company, Billings, 
Mont.—Surveys are being made for the storage of water 
at the reservoir of the Big Horn Canyon. This reservoir 
will be filled by damming up the water in the mouth of the 
Canyon. After these surveys are completed, which will be 
about Sept. 1, 1914, the location surveys for the irrigation 
feature of the project will be made. Surveys have been 
completed for the railway location 3 miles east of the mouth 


of Big Horn Canyon to Custer, via Foster, Hardin and. 


St. Xavier. John J. Harris, 
[E. R. J., May 2, 714.] 

Belmont & Northern Traction Company, Lincoln, Neb.— 
No definite plans have been decided upon by this company as 
to when construction will be begun on the 3-mile electric 
railway from Thirteenth Street and P Street in Lincoln to 
Belmont. [E. R. J., April 12, 713.] 


Lincoln (Neb.) Traction Company.—An extension of this 
line to Thirty-third Street in Lincoln is being contemplated 
by this company. 

Public Service Railway, Newark, N. J.—This company 
has placed in operation a new crosstown line in the ex- 
tension of the Kinney line from South Tenth Street and 
Twelfth Avenue to the Roseville carhouse in East Orange. 


Trenton & Mercer County Traction Corporation, Trenton, 


Hardin, Mont., president. 


N. J.—Material is arriving and plans are being made by 


this company to begin work at once on its 2%2-mile exten- 
sion from Yardville to Crosswicks. 

Union Railway, New York, N. Y.—This company has 
informed the Public Service Commission that the route of 


-the new line from the Bronx across the Willis Avenue 


bridge will run from the present terminal of the Third 
Avenue line at Bedford Park, which is also the terminal 
of the Third Avenue Elevated Railroad, down Third Avenue 
to its intersection with the Willis Avenue bridge, across 
the bridge, and westerly on 125th Street, to the Fort Lee 
Ferry. The new line will issue transfers to all Union 
Railway lines and the lines of the New York City Inter- 
borough Railway Company. 

Frontier Electric Railway, Niagara Falls, N. Y.—Right- 
of-way has been obtained, with the exception of a short 
distance, and construction will be begun in the fall by this 
company on its line to connect Niagara Falls, Buffalo, 
Tonawanda and North Tonawanda. James S. Simmons, 
Niagara Falls, general manager. [E. R. J., June 13, 714.] 

Hiawassee Valley Railway, Andrews, N. C.—Work has 
been begun by this company on the construction of its 25- 
mile line between Andrews and Hayesville. S. E. Cover, 
[E. R. J., Feb. 28, 714.] 


Atlantic & Carolina Railroad, Kenansville, N. C.—The 10- 
mile line between Kenansville and Warsaw has been com- 
pleted by this company and will soon be placed in oper- 
ation. H. D. Williams, Kenansville, N. C., is interested. 
[Ee Re J., May 2, 714.) 

_ Waynesville & Canton Electric Railway, Waynesville, 
N. C.—On account of inability to secure financial backing 


‘this company has abandoned the project to build the 12- 


mile electric railway to connect Hazelwood and Canton, via 
White Sulphur Springs, Clyde and Lake Junaluska. Henry 
T. Sharp, Asheville, promoter. DRT eadlas cE cy alee 


Wilmington-Carolina Beach Railway, Wilmington, N. C. 
—This company, which plans to build an electric railway 
between Wilmington and Carolina Beaches, has organized 
and elected the following officers: C. C. Chadbourn, Wil- 
mington, president; A. E. Leckie, Washington, D. C., vice- 
president; Joseph L. Loughlin, secretary and treasurer, and 
Hall Davis, Petersburg, Va., general counsel. [EB tate doy 
July 4, 714.] 

Wilmington & Fort Fisher Railway, Wilmington, N. C.— 
Preliminary arrangements are being made by this company 
for its 18-mile electric railway between Wilmington and 
Fort Fisher Sea Beach. L. Kure, Wilmington, secretary. 
[E. R. J., July 25, 714.] ' 

Cleveland (Ohio) Railway.—The 1-mile extension of the 
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St. Clair Avenue line from London Road to Dille Road, in 
Cleveland, has been placed in operation by the company. 


Morrisburg & Ottawa Electric Railway, Ottawa, Ont.— 
The contract for the construction of this railway has been 
awarded and plans are being made to begin work at once. 
Further details concerning the contract will be given out 
later. This 47-mile railway will connect Ottawa and Mor- 
risburg. J. G. Kilt, Citizens’ Building, Ottawa, president. 
Pe. R. J., July 11, 14.) 

Baker, Ore.—Promotors for an electric line between 
Baker and Richland with a local line in Baker with a branch 
from South Baker to the depot and possibly one or two 
other lines, tapping the east and north side of Baker, have 
been busy in Baker and the Eagle Valley during the past 
month. Joseph Kreis, Portland, is promoting the project, 
and according to his statements sufficient capital is back of 
him to build the proposed lines. Citizens of Baker and 
farmers in Eagle Valley have signified their willingness 
to assist in every way possible in the construction of the 
project. 

Puget Sound & Willapa Harbor Railway, Portland, Ore.— 
This company has begun the work of laying tracks in 
Chehalis. 

Hershey (Pa.) Transit Company.—Work has been begun 
by this company on the Elizabethtown & Deodate extension, 
from Hershey to Elizabethtown. 

Monongahela, Ellsworth & Washington Railway, Wash- 
ington, Pa.—This company has received an extension of 
time from the Public Service Commission in which to place 
in operation its line in Monongahela City. This line will 
connect Monongahela and Washington, via Pigeon Creek, 
Bentleyville and Ellsworth. James Bryant, Pittsburgh, 
engineer. [E. R. J., Jan. 10, 713.] 

Williamsport (Pa.) Passenger Railway.—This company 
is asked to consider plans for an extension along the 
route of West Third Street to Newberry. 

Rhode Island Company, Providence, R. I.— Work has been 
begun by this company on Broad Street, Pawtucket, laying 
new rails and crossovers preparatory to the elimination of 
all railroad crossings at grade and relocation of the road- 
bed and station of the New York, New Haven & Hartford 
Railroad at the Pawtucket-Central Falls division line. 

*Prince Albert, Sask—A by-law to raise $250,000 to 
build an electric railway in Prince Albert is to be sub- 
mitted to ratepayers. 

*Brenham, Tex.—Plans are being considered to build 
interurban lines extending out from Brenham to half a 
dozen different directions, making Brenham the center for 
the entse system. The various points of the proposed 
circle include Independence, William Penn, Washington, 
Chappell Hill, Phillipsburg, Millersville and Gay Hill. Frank 
Eberle, Brenham, of the Young Men’s Business Association, 
is interested. 

Dallas, Tex.—Preliminary arrangements are being made 
by the Southern Methodist University to build an electric 
railway from the University to the terminus of the Dallas 
Consolidated Electric Railway. Myers & Noyes, 403 Juan- 
ita Building, Dallas, are the engineers. 

*Dallas, Tex.—A local company has been formed in 
Dallas for the purpose of building a 95-mile electric rail- 
way from Dallas to Paris. It is understood that the route 
of the line will follow the Gulf, Colorado & Santa Fe Rail- 
road, passing through Carland, Wylie, Celeste, Wolfe City, 
Ladonia and intermediate points. Details of the project 
have not yet been announced, but it is known that many ° 
leading business men of Dallas are back of the project. 


Southern Traction Company, Dallas, Tex.—An extension 
of the East Waco Street line to Bellmead, 1% miles, is 
being contemplated by this company. 

Fort Worth & Denton Interurban Railway, Fort Worth, 
Tex.—In order that condemnation proceedings might be 
started by the Tarrant County Traction Company on the 
few miles of the right-of-way of the Fort Worth-Denton 
Interurban line not yet secured, the Fort Worth-Denton 
Interurban Railway, organized here to build that line, was 
formally dissolved at a recent meeting of the stockholders. 
The company turns over to the Tarrant County Traction 
Company the right-of-way so far secured and a $75,000 
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bonus and also guarantées a franchise at Denton. Stock- 
holders from Denton who were present at the meeting 
announced that that city will grant as liberal a franchise 
to the new company as its charter will allow. E. E. Bald- 
ridge, president of the old company, will go to Denton to 
look after the franchise proposition. It is expected that 
construction will be begun as soon as all of the right-of- 
way deeds are filed and the franchise is obtained at Denton. 
[RR July 8.7 tai 

San Antonio & Austin Interurban Railway, San Antonio, 
Tex.—Financial arrangements are being completed by this 
company and plans are being made to begin the construe- 
tion of this 27-mile electric railway to connect Austin, 
San Antonio and New Braunfels in the near future. W. B. 
Tuttle, San Antonio, vice-president. [E. R. J., May 9, ’14.] 

Ogden (Utah) Rapid Transit Company.—This company 
has awarded a contract to the Ohio Brass Company, Salt 
Lake City, for the material for the electrification of the 
extension north from Brigham City to Preston, Idaho. 


Salt Lake & Utah Railroad, Salt Lake City, Utah.—This 
company has placed in operation its 4814-mile railway be- 
tween Salt Lake City and Provo. It is planned to extend 
this line from Provo south to Payson, 20 miles in the near 
future. W. C. Orem, Salt Lake City, president. 


Blaine-Lynden Electric Railway, Blaine, Wash.—An- 
nouncement was recently made that practically all of the 
right-of-way for this railway has been secured and that the 
construction of the line will begin at once. The City 
Council here has already granted the company a franchise 
in Blaine and a similar franchise has passed first reading 
before the Council at Lynden. The line when completed 
will pass through 14 miles in northwest Washington and 
will join with the Great Northern Railway at Lynden, thus 
greatly increasing the shipping facilities in this section. 
An anthority asserts that before this line is completed a 
second line will be started, extending from Bellingham to 
Blaine via Lynden. [E. R. J., June 6, 714.] 


Everett Railway, Light & Water Company, Everett, 
Wash.—It is reported that the Stone & Webster Corpora- 
tion, which operates this railway, will extend the electric 
line in Everett from the depot to the main part of the 
town. Two routes are under contemplation, either of 
which can be easily secured. 


Seattle (Wash.) Municipal Railway.—A tentative routing 
for the Ballard division of the municipal railway in Seattle 
was outlined recently by the City Utilities Committee con- 
tingent upon the purchase or gift to the city of the Loyal 
Heights Street Railway. Negotiations for that line will 
be opened immediately. The route as planned by Council- 
man Erickson leads from the northern extremity of Di- 
vision A at Third Avenue west and Nickerson Street over 
the new Fifteenth Avenue northwest bridge into Ballard. 
Thence the line will proceed up Leary Street to Market 
and over Market to Sixty-fifth Street where connections 
will be made with the Loyal Heights line in Seattle. 


Appalachian Power Company, Bluefield, W. Va.—Grading 
has been completed and tracks are being laid by this com- 
pany on its South Bluefield extension in Bluefield, from 
Golf Street to the Bluefield-Graham fair grounds. 


Parkersburg, Maretta & Interurban Railway, Parkers- 
burg, W. Va.—Plans are being made by this company for 
an extension on Second Street in Parkersburg. 


West Virginia Traction & Electric Company, Wheeling, 
W. Va.—Plans are being considered by this company to 
double-track its line in the western section of Fulton on the 
National Road and Bow Street. 


SHOPS AND BUILDINGS 


Illinois Traction System, Peoria, Ill—The foundations of 
the station and office building at Hamilton and Jefferson 
Streets, Peoria, are now finished and a permit for the su- 
perstructure will be issued soon. The contract for the steel 
work has been let to the Decatur Bridge Company, Decatur, 
Tll., and other contracts will be awarded from time to time. 

~ The building will cost $400,000 and the general construction 
permit will approximate $300,000. The main building will 
be seven stories in height, fronting 72 ft. on Jefferson Street 
and extending about 100 ft. on Hamilton Street. Back of 
this seven-story structure will be a two-story building to 
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the alley. Parallel to the 72-ft. front office building there 
will be a five-track terminal train shed of ornamental con- 
struction, also fronting on Jefferson Street. 


Butte (Mont.) Electric Railway.—During the next two 
weeks this company will award contracts to build a new 
carhouse in Butte. The structure will be 46 ft. x 200 ft. 
and of concrete foundation, pit walls and wooden super- 
structure. It will contain four tracks. ° 


Cleveland (Ohio) Railway.—A contract has been awarded 
by this company to the William I. Thompson Company for 
the construction of the new Superior Avenue carhouses at 
Superior Avenue and 103d Street in Cleveland. The group 
of new buildings, four in number, according to the contract, 
will cost approximately $150,000. The buildings are to be 
completed by Jan. 1, 1915, when the present carhouse at 
Superior Avenue and East 105th Street will be abandoned 
and the property sold. The first group of buildings form- 
ing the Harvard Avenue carhouses at Harvard Avenue and 
East Forty-ninth Street will be ready for occupancy Sept. 1. 


Toledo, Bowling Green & Southern Traction Company, 
Findlay, Ohio.—This company is now building a new freight 
house at Toledo. The structure is 50 ft. x 160 ft. and of 
prick, steel and concrete construction and will have three 
tracks for loading and unloading. 


Hull (Que.) Electric Railway.—Plans are being made by 
this company to award the contract soon to build a 60-ft. 
tower with a capacity of 20,000 gallons at its carhouse at 
Deschenes. 


POWER HOUSES AND SUBSTATIONS 


Illinois Traction System, Champaign, II].—This company 
will soon construct a new high tension transmission line 
from its power house in the north part of Champaign, 
through the extreme northern parts of both Champaign and 
Urbana, joining its present line at a point about 2 miles 
east of Urbana. The new line will be about 5 miles long. 


Southern Iowa Railway & Light Company, Albia, Ia.— 
This company has recently placed an order with the West- 
inghouse Electric & Manufacturing Company for one 
200-kw, 600-volt, three-phase, sixty-cycle, 1200 r.p.m. 
rotary; one 150-kw motor generator set consisting of one 
150-kw, 125/250-volt, three-wire, 900-r.p.m. generator and 
one 182-kva, 2200-volt, three-phase, sixty-cycle, 100 per 
cent P. F. motor; three 75-kva, single-phase, sixty-cycle, 
2200-volt high tension rotary voltage low tension type SK 
transformers; one eleven-panel switchboard; two three- 
phase, 2200-volt, two-phase, 2200-volt auto transformers; 
two 17-kw regulators; 186 street hoods; fifty brackets; 
nineteen arc lamps, and nineteen auto current trans- 
formers. 


Winnipeg, Selkirk & Lake Winnipeg Railway, Winnipeg, 
Man.—Plans are being made by this company to build a 
new substation at Stoney Mountain. 


Toledo, Bowling Green & Southern Traction Company, 
Findlay, Ohio.—This company is now building a new coal- 
crushing device at its power house in Findlay. 


Lebanon & Ephrata Railway, Lebanon, Pa.—This com- 
pany has ordered two 300-kw, 600-volt, six-phase, twenty- 
five-cycle, 750 r.p.m. commutation pole rotary converters 
and two three-panel switchboards to control same; two 
250-kva transformers O. I. S. C. outdoor type, three-phase, 
twenty-five-cycle, 11,000-volt high tension rotary voltage 
low tension. One complete portable substation car in- 
cluding 300-kw, 600-volt, six-phase, twenty-five-cycle, 750 
r.p.m. rotary converters. One 250-kva, three-phase, 
twenty-five-cycle, 11,000-volt high tension O. I. S. C. out- 
door type transformer, and necessary switching equipment. 
This apparatus was ordered from the Westinghouse Elec- 
tric & Manufacturing Company. 


Chattanooga Railway & Light Company, Chattanooga, 
Tenn.—This company has been awarded a five-year con- 
tract for all the city lighting in Chattanooga. The pres- 
ent annual income from the contract will approximate 
$28,109. The city maintains 823 lamps as against 585 three 
years ago. 


Jackson Railway & Light Company, Jackson, Tenn.— 
During the next few weeks this company plans to pur- 
chase shaker grates for four boilers, and also a 250-kw 
rotary converter for its power house in Jackson. 
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Manufactures and Supplies 


ROLLING STOCK 


Cleveland (Ohio) Railway has ordered 100 center-entrance 
motor cars from the G. C. Kuhlman Car Company. 


Albany Southern Railroad, Albany, N. Y., has been author- 
ized by the Public Service Commission of the Second District 
of New York to purchase an express car to be equipped 
with auxiliary snow fighting equipment. 

New York Municipal Railway Corporation, Brooklyn 
(N. Y.) Rapid Transit System has been authorized by the 
Public Service Commission of the First District of New 
York to order 100 additional new steel cars, for operation 
in the subways that will go to that company under the dual 
system agreements. Some time ago the company ordered 
100 cars, and these will be delivered in December. The 
second order will be placed very soon, and the delivery of 
the cars will take place in the spring or summer of next 
year. 


TRADE NOTES 


Sidney G. Johnson has been elected a vice-president 
and director of the General Railway Signal Company, Roch- 
ester, N. Y., with headquarters at 55 Liberty St., New 
York City. 

M. H. Loughridge, formerly on the engineering staff of 
the Union Switch & Signal Company and the New York, 
Westchester & Boston Railway, has recently been appointed 
office engineer in the New York office of the Federal Signal 
Company. 

Street Railway Signal Company, Inc., Philadelphia, Pa., 
has been awarded the contract for the signals which are to 
be installed by the New York & Queens County Traction 
Company on its Jamaica Division in accordance with the 
order issued by the Public Service Commission of the First 
District of New York. The work of installing the signals 
must be completed by Oct. 1. 

Lagonda Manufacturing Company, Springfield, Ohio, is 
building a new addition to its factory in order to accom- 
modate its increased business and increase its facilities 
for specialty manufacturing. Its present factory will e 
given over entirely to the manufacture of tube cleaners 
and specialties and the new addition will be equipped for 
handling the larger and heavier class of work, such as 
automatic cut-off valves and multiple water strainers, the 
castings of which run into very large sizes. 

H. W. Johns-Manville Company, New York, N. Y., has 
announced that Frank E. Brown has become associated with 
the company, and will act as a special representative, de- 
voting his attention to the further sales development of 
“Noark” service meter protective devices. Mr. Brown was 
electrical engineer for the department of water supply, 
gas and electricity of New York City from 1889 to 1909 and 
was prominent in creating the demand for and in urging 
the adoption of meter protective devices among the lighting 
companies of the country. 

Federal Signal Company, New York, N. Y., reports that 
the Public Service Commission, New York, First District, 
has approved the acceptance of the Federal Signal Company’s 
proposal for the installation of an alternating-current auto- 
matic block-signal system on the Centre Street Loop. This 
is part of the first section of the new subway system to 
be put in operation. The contract is for 2.1 miles of double- 
track automatic block signaling and three interlockings in- 
cluding automatic stops. As direct current is used for pro- 
pulsion, alternating-current track circuits and apparatus of 
the Federal Signal Company’s design and manufacture will 
be used throughout. 

_ Electric Service Supplies Company, Philadelphia, Pa., has 
sold 200 Keystone car signs to the New Orleans Railway & 
Light Company, New Orleans, La., for installation on its new 
cars. Other recent orders for Keystone signs have been re- 
ceived from the Altoona & Logan Valley Electric Railway 
and the Wilkes-Barre Railway. The Electric Service Sup- 
plies Company has also recently sold the Reading Transit 
& Light Company complete equipments of Keystone motor- 
man’s seats for its interurban cars. The Keystone motor- 
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man’s Seats are permanently attached to the car. They are 
adjustable in height and may be instantly collapsed so that 
they will be entirely out of the way when not in use. 


William R. Garton has been appointed sales manager and 
associate engineer of the Protective Signal Manufacturing 


_ Company, Denver, Col., and hereafter the main sales office 


of this company will be under Mr. Garton’s direction at 299 
Broadway, New York. The Protective Signal Manufacturing 
Company manufactures a complete line of highway cross- 
ing alarms, which are in use on a number of steam and 
electric lines in the.-East and West. The company’s chief 
product is a circuit opening and closing device of the 
oscillator type, which clamps to the base of the rail and 
against the web and is operated by the movement of the 
rail due to the passage of trains. It also makes crossing 
bells of several types, automatic relays and automatic cut- 
outs for highway crossing alarms and a complete line of 
battery boxes and masts provided with signs, illuminated or 
non-illuminated, and with or without audible signals. 


Thecdore W. Siemon has been elected secretary and 
treasurer and a member of the board of directors of the 
Union Switch & Signal Company, Pittsburgh, Pa., suc- 
ceeding James H. Johnston, retired. Mr. Siemon was born 
and educated in Pittsburgh. He began his business career 
in 1877 with Lewis, Oliver & Phillips, now the Oliver Iron 
& Steel Company. In 1887 he accepted a position with the 
Philadelphia Natural Gas Company as assistant to the 
secretary, who also had charge of the distribution and 
selling of the company’s product. In 1893 he was placed 
in charge of the business of the Allegheny Heating Com- 
pany, a subsidiary of the Philadelphia Company, as assist- 
ant treasurer. Two years later he was elected treasurer of 
the Philadelphia Company. From that position he was 
promoted to the office of general manager. ‘When Mr. 
Westinghouse disposed of his interests in the Philadelphia 
Company in 1899 Mr. Siemon was elected assistant treas- 
urer of the Westinghouse Electric & Manufacturing Com- 
pany, with headquarters in New York. He succeeded to the 
treasurership in 1906. During 1907 and 1908 he was also 
a director in the company. He has been a director in the 
Bryant Electric Company and the Perkins Electric Switch 
Manufacturing Company since 1906. 


Union Switch & Signal Company, Pittsburgh, Pa., an- 
nounces the following change in its organization: W.-H. 
Cadwallader, general manager, Swissvale, Pa.; J. S. Hob- 
son, acting general manager, Swissvale, Pa.; C. E. Denney, 
assistant general sales manager, Swissvale, Pa. Mr. Cad- 
wallader, the new manager, was born in Pittsburgh in 
1876. In 1901 he entered the employ of the Union Switch 
& Signal Company as blue-printer. In February, 1892, he 
was made messenger in the office of the superintendent of 
works, later on becoming clerk in the same office and in the 
general manager’s office. In 1901 Mr. Cadwallader was put 
in charge of the specification department. Later he had 
charge of the estimating department, and in 1912 he was 
made assistant general manager, from which position he 
was promoted to the general managership. Mr. Hobson 
entered railroad service as engineer apprentice in the 
shops of the Great Southern & Western Railway of Ire- 
land in 1884. In 1889 he entered the employ of the Chicago, 
Burlington & Quincy Railway. In January, 1892, he be- 
eame construction foreman for the Union Switch & Signal 
Company in the Chicago district, and in 1895 was appointed 
supervisor of electric signals for the Michigan Central at 
Detroit. When the position of signal engineer was created 
by the Santa Fe in 1897 Mr. Hobson was chosen to fill it 
and he remained in the position until he re-entered the 
service of the Union Switch & Signal Company in January, 
1901, as assistant engineer. Later he became assistant gen- 
eral manager and western manager. The company has con- 
tracted with the Indianapolis, Columbus & Southern Traction 
Company to install a.c. automatic block signals operated 
by the T.D.B. system, which will permit two trains to follow 
each other between sidings, but prevent opposing move- 
ments. The total distance signaled will be 23.1 miles, and 
this will be protected by thirteen blocks, controlling 26 
Style “B” one-arm semaphore signals, and 26 model “13” 
electric light signals. Galvanometer relays will be used on 
the track circuits, and vane relays on the line circuits. The 
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company has also contracted with the Illinois Traction Sys- 
tem to install Saxby & Farmer mechanical interlocking 
plants at four points in Illinois. One of these plants is north 
of Staunton, where the Illinois Traction System crosses 
the Wabash, one at Benld, where the Northwestern is 
crossed, one east of Mt. Olive at the crossing with a spur 
of the Wabash, and the fourth plant is in Staunton, at 
another crossing with the Wabash. The signals are me- 
chanically operated and there are no distant signals for the 
signals covered by the interlocking plant. The signals on 
the Illinois Traction System stand normally clear, and the 
plant is equipped with a time lock. The switches and derails 
are operated by switch and lock movements. Another T.D.B, 
installation of automatic block signals is being completed 
on the Cleveland, Southwestern & Columbus Railway near 
Cleveland, Ohio. 


ADVERTISING LITERATURE 


Ohmer Fare Register Company, Dayton, Ohio, has issued 
a circular on fare boxes in which it has summarized the 
apparent advantages of fare boxes and the general objec- 
tions to such boxes and has described and illustrated its 
own safe deposit box. 


W. S. Barstow. & Company, Inc., New York, N. Y., re- 
cently published a thirty-five-page, leather-bound book, giv- 
ing in convenient form general data regarding public utili- 
ties companies under its management. Hach company is 
discussed individually in relation to its geographical 
location, its intercorporate relations, its capitalization, earn- 
ings and expenses for the last fiscal year, franchises, 
population served and other matters affecting its corporate 
life. There is also a map showing the exact location and 
extension of properties of each company. Of the forty-seven 
companies covered by the book, twenty-nine are electric 
railways. The company announced that reports of engi- 
neers and accountants for the various companies are on file 
at’ the main office and that any statistics regarding the 
individual companies not presented in the book will be fur- 
nished to the holders, of securities of the companies upon 
application. 


Galena Signal Oil Company, Franklin, Pa., has reprinted 
in pamphlet form its answer to the quotation in the brief 
of Louis D. Brandeis, special counsel for the Interstate 
Commerce Commission, in the rate increase case, in which 
he referred to economies in the use of oil for lubrication 
said to have been effected in Panama. In conclusion the 
company says: “If comparative estimates were made by 
qualified experts as to the costs per unit of work performed 
by the railroads, it would be found that the railroads in the 
United States are lubricating their equipment much cheaper 
than this service is performed on the isthmus. The infer- 
ence is that low-priced oils and the supervision given on the 
isthmus are set up as standards, whereas railroads in the 
United States have been following this practice of super- 
vision for many years, and if a fair comparison were made 
with accurate statistics, considering character cf service 
and comparative units of work performed, it would be dem- 
onstrated that the railroads in the United States are lubri- 
cating at a cost much less than is obtained on the isthmus.” 


NEW PUBLICATION 


Corporate Promotions and Reorganizations. By Arthur 
S. Dewing. Harvard University Press, Cambridge, Mass. 
Cloth bound, 615 pages, $2.50. 

This book, which is a study of the financial policy of cer- 
tain individual corporations which at one time or another 
have found it necessary to undergo a reorganization of 
their capitalization, is a scholarly contribution to the liter- 
ature of trusts and corporation finance. The major portion 
of the book is devoted to a detailed study of a selected 
group of industrial corporations, each of which has passed 
through the cycle of promotion, failure and reorganization. 
The consolidations discussed are: the United States Leather 
Company, the starch consolidations, the glucose combina- 
tions, the National Cordage Company, the Westinghouse 
Electric & Manufacturing Company, the National Salt Com- 
pany, the United States Realty & Construction Company, 
the American Bicycle Company, the American Malting Com- 
pany, the New England Cotton Yarn Company, the cotton 
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duck consolidation, the asphalt consolidation, the United |! 
States Shipbuilding Company and the American Glue Com- 
pany. The cases chosen, while not exhaustive, serve to 
illustrate best all phases of corporate history in a compara- 
tively brief period. The book abounds in notes and tabulated 
data that give complete information on the smallest auxil- 
lary points. 

The chapter devoted to the analysis of the history of the 
Westinghouse Electric & Manufacturing Company is prob- 
ably of greatest interest to the electric railway field. The 
author gives the best exposition of the financial successes 
and difficulties of the Westinghouse Company that has ever 
appeared. As Mr. Dewing states, the history of the West- 
inghouse Electric & Manufacturing Company is a record of 
marked achievement in the application of scientific knowl- 
edge to practical uses. To the mind of the author, both the 
strength and the weakness of the Westinghouse Company 
lie in the inventive genius of its founder. The company has 
always been strong from the side of technical achievement, 
but weak from the side of the administration of its finances 
and its control over the avenues of capital and investment. 
The main cause for the two reorganizations of the company 
was the fact that the owners failed to note that a busi- 
ness of large magnitude, even though its credit be excellent, 
must be fortified by considerable reserves in the form of 
fluid assets not affected by the ordinary fluctuations in the 
demand and supply of money. The author notes that the 
methods used to secure relief in each of the company’s 
reorganizations were identical. In neither instance was the 
reorganization accomplished through the judicial loss of 
the property, or was there an exchange of entirely new 
securities for old, or a new funded debt created. The posi- 
tive expedients were the same—the merchandise creditors 
and bankers funded their debt into stock, and new stock in 
suitable amounts was issued at par. In regard to the future, 
the author closes with words of optimism. 

The last chapters of the book are devoted to a summary 
of the promotion of consolidations that have undergone 
reorganizations, of the conditions and causes leading to re- 
Mr. Dew- 
ing states that the link between the promotion of a corpo- 
ration and its subsequent failure and reorganization often 
lies in the early management, and in cases where early 
interests have been willing to forego immediate profits 
and conserve the funds, the enterprises have been placed 
on a sound footing. The same problem of conservatism 
of management presents itself in the period immediately 
before reorganization in connection with the payment of 
unearned interest or unearned dividends. In summarizing 
the reorganization expedients discussed in the book, Mr. 
Dewing states that most reorganizations have sought to 
relieve accumulated and unmanageable floating debt brought 
about by the deflection of money from the needs of the 
business to the payment of interest and dividend charges. 
All plans of reorganization have sought to improve the com- 
pany’s position so that the amounts required for interest 
payments should be within the minimum earnings of the 
corporation, and the preferred stock dividend records no 
longer a hopeless burden upon the future credit of the 
reorganized company. 

The laissez-faire point of view of the author throughout 
the book is worthy of notice. He states that he has been 
impressed in his study of corporate promotions and reor- 
ganizations by the powerlessness of mere aggregates of 
capital to hold monopoly and also by the tremendous im- 
portance of innate individual ability or its lack in de- 
termining the success or failure of any enterprise. With 
these observations in mind, the author hazards the belief 
that whatever trust problems exist will work out their 
own solution. Legislative regulation is liable to perpetuate 
the unfortunate corporation by furnishing an artificial 
prop to support natural weaknesses. It is on this point 
that other men may take issue with the conclusions of the 
author. 

While unfortunate management and vigorous com- 
petition may have worked out the disintegration of some — 
trusts, in the case of combinations having a wide monopoly 
of raw material or patent rights and possessed of enormous 
capital, these forces may work out too slowly to make a 
passive policy of dealing with them advisable. 
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3,000 Kw—35 Cycle Converters 


on ‘Twin City Lines 


These two G-E Compound Wound Commutating Pole Synchronous Converters, 
now in service at the Snelling Avenue Substation of the Twin City Rapid Transit 
Company have a combined capacity of 


6,000 Kw. for continuous service 
9,000 Kw. for two hours 
12,000 Kw. momentarily 


Each machine replaced a 1500 Kw. non-commutating pole converter, thus 


doubling the substation output without changing the building. The space econ- 
omy is evident. 

The commutating pole feature originally introduced by the General Elec- 
tric Company three years ago, has since been adopted by many of the most 
prominent roads in this country. It has proven its worth in railway service of 
every kind where units of 500 Kw. capacity and above are required. 


General Electric Company 


eG a ee aro ti Largest Electrical Manufacturer in the World Neopets Ane bee ol Rene Utal 
: 3 ; ; ville, Tenn a ake City, Utah 
Birmingham, Ala. Denver, Colo. < New Haven, Conn. San Francisco, Cal. 
Boise idaho Des Moines, Towa General Office: Schenectady, N. Y. New Orleans, ta St Line: Mee a 

aston, Mass. etroit, Mich New York, N.Y. chenectady, N. Y. 
Cherie ve CO Tacs ot ee ADDRESS NEAREST OFFICE Niagars anes Ni ¥. eae Wash. 

utte, Mont. mira, N. maha, Ne okane, Wash. 
Charleston, W. Va. Erie, Pa. Philadelphia, Pa. Springfield. Mass, 
Charlotte, N. C. Fort. Wayne, Ind. Joplin, Mo. Louisville, Ky. Pittsburg, Pa. _ Syracuse \ 7) 
Chattanooga, Tenn. Hartford, Conn. Kansas City, Mo. Mattoon, Il. Portland, Ore. Toledo, ate 
Chicago, Ill. Indianapolis, Ind. Knoxville, Tenn. Memphis, Tenn. Providence, Rls Washington, Dy Gs 
Cincinnati, Ohio Jacksonville, Fla. Los Angeles, Cal. Milwaukee, Wis. Richmond, Va. Youngstown, Ohio 
Cleveland, Ohio 


For Texas, Oklahoma and Arizona business refer to Southwest General Electric Company (formerly Hobson Electric Co.), Dallas, 


El Paso, TTouston and Oklahoma City. For Canadian business refer to Canadian General Electric Company, Ltd., Toronto, Ont. 4807 


